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CREATING MONEY 

We are publishing elsewhere a bulletin sent by 
Malcolm M. Stewart, chairman of the Middle West 
Foreign Trade Committee, to members. We are espe- 
cially interested in one part of it. Urging that the gov- 
ernment continue the operation of essential shipping 
services and that Congress, from time to time, authorize 
whatever new construction may be necessary, he sug- 
gests that the cost of new construction come from the 
construction loan fund of the Shipping Board, “with no 
call on either the treasury or the taxpayers.” Perhaps 
Mr. Stewart may be willing to elucidate how the govern- 
ment, through authorization by Congress or in any 
other manner, may spend money without cost to the tax- 
payers. There may be some explanation in this case, 
but there is no more common error than that the “gov- 
ernment” has money that is not obtained from the tax- 
payers. Whatever the cost of the merchant marine, over 
and above its earnings, it is paid by the taxpayers. They 
may be willing to pay it, but they ought to understand 
that they are paying it. 


ESCH REAPPOINTMENT 

We congratulate the President of the United States, 
the Interstate Commerce Commission, and the country 
on the reappointment of John J. Esch to the Commis- 
sion, as a member of which he is just finishing the term 
he began in 1921, when he was appointed by President 
Harding. His service on the Commission and his experi- 
ence in transportation matters as a member of Congress 
before he was appointed, as well as his general ability 
and quality of mind, fit him well for the job. It is to be 
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hoped that the Senate will promptly confirm the appoint- 
ment and not permit itself to become entangled in argu- 
ment because anything Mr. Esch has felt called upon to 
do asa member of the distinguished tribunal on which he 
sits has not been pleasing to this or that locality or inter- 
est. He is the kind of man that should serve on the Com- 
mission. It is to be hoped, also, that President Coolidge 
will exercise the same good judgment in appointing a 
successor to Commissioner Hall, who is soon, by his 
own wish, to retire from the Commission, much to the 
regret of everybody interested in sound administration 
of our regulatory laws relating to carriers. 

The Senate interstate commerce committee, this 
week, postponed action on the nomination of Mr. Esch 
until after the expiration of his term, thus creating a 
vacancy on the Commission for at least a week, at a 
time when Mr. Esch’s services should be available as 
a commissioner. Why should there have been this delay 
in acting on the nomination? Mr. Esch has been in 
public life for more than a quarter of a century. He 
served twenty-two consecutive years in the House of 
Representatives. He has been a member of the Com- 
mission since March, 1921. What is there to be ascer- 
tained about him that is not known? In the circum- 
stances, the action of the committee is inexcusable. 
Either a favorable or an adverse report should have been 
made to the Senate on this nomination and the nomina- 
tion acted on by the Senate before the holiday recess. 


VALUATION AND RATES 


The decision last week of the federal court at St. 
Louis in the O’Fallon recapture case is a good illustra- 


“tion of the disposition of courts, no matter how august, 


“pass the buck” and refrain from deciding the issues 
in the case that everybody interested wishes decided 
and hopes to have decided by holding that it is not nec- 
essary to pass on them. In the O’Fallon case the issue 
that it was hoped would be decided was the soundness of 
the Commission’s method of arriving at valuation. The 
immediate point, however, was whether the O’Fallon’s 
property had been subjected to confiscation in enforcing 
the recapture of excess earnings under the law. The 
court simply held that, whether the Commission’s 
method was correct or not, the O’Fallon would still 
have an adequate revenue after paying over the excess 
earnings, as demanded by the Commission. 

Of course, Judge Faris, one of the three judges ren- 
dering the decision, wrote a separate opinion in which 
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he made the sensible point that, no matter how small the 
amount involved and no matter whether the O’Fallon 
was earning what might be called an adequate revenue 
or not, the question of confiscation was present because, 
if the Commission’s method of valuation was not sound, 
the road would be entitled to retain more of its earnings 
than it otherwise would. It is a far stretch of logic to 
hold that one’s property is not confiscated because the 
amount is small. A thief might as well argue in his 
own defense that after he got through picking his vic- 
tim’s pockets the victim still had plenty left. Railroad 
attorneys are still hopeful that the Supreme Court of 
the United States will pass on the real questions in- 
volved, but we have a sneaking idea that, if they get 
anywhere, even in that court, they will have to present 
a different kind of case. It has been our observation 
that even the Supreme Court is not averse to finding 
reasons why it should not sit up nights to decide a 
question that it can avoid seeing. 

Our attention has been called by a reader to what 
he calls the fact that, in our editorial last week, in which 
we said that valuation ought to be determined according 
to simple business principles, let the chips fall where 
they might, and then results should be dealt with when 
those results became evident, either by adopting some 
other basis than valuation for net revenue or by reduc- 
ing or increasing the percentage of valuation that the 
carriers were entitled to earn, we were unconsciously 
advocating the Newton bill, sponsored by the National 
Industrial Traffic League, which would abolish valuation 
as a basis for earnings and leave to the Commission the 
duty of determining, on other grounds, just what the 
carriers ought to be entitled to earn. 

The reader is right in some respects and wrong in 
others. We were not “unconsciously” advocating the 
Newton bill or, indeed, advocating that bill at all. We 
were quite consciously condemning valuation as a basis 
for revenue, as we have often done before. We have 
said that the present system causes complications and 
annoyance and is extremely unsatisfactory. In that 
respect we are sympathetic with the Newton bill. We 
also approve its purpose of doing away entirely with 
the recapture clause, believing that whatever a railroad 
earns, under whatever law it may be operating, it should 
be allowed to keep. Where we fall out with the Newton 
bill is with respect to its removal entirely of any stand- 
ard or measure of the adequacy of revenue in accordance 
with which the Commission is instructed to act and by 
which the public may judge whether it is doing its duty. 
The present law instructs the Commission to find the 
value of the railroad property and then make rates so 
that the carriers may earn, as nearly as may be, a cer- 
tain percentage (fixed and announced by the Commis- 
sion) of that valuation. This may or may not be a good 
system, but it at least has the advantage we have men- 
tioned; it provides a standard or measure of return that 
is understandable and against which comparisons may 
be made. 

The Newton bill proposes to substitute for this sys- 
tem a provision under which the Commission shall make 
rates so that the railroads will, as a whole or by groups, 
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“under honest, efficient and economical management and 
reasonable expenditures for maintenance of way, struc- 
tures and equipment, have opportunity to earn sufficient 
average annual net railway operating income to pay the 


_ interest on funded and other outstanding indebtedness 


and to provide such return upon the properties devoted 
to public use not represented by indebtedness, as shall 
in the judgment of the Commission maintain a proper 
basis of credit to enable the carriers to meet the trans- 
portation needs of the country: Provided that the Com- 
mission shall have reasonable latitude to modify or 
adjust any particular rate which it may find to be unjust 
or unreasonable, and to prescribe different rates for dif- 
ferent carriers or for different sections of the country. In 
determining the amount of net railway operating income 
which the public interest requires that carriers shall have op- 
portunity to earn, the Commission shall consider among 
other things the requirements of commerce for improvements 
and extensions and the cost of obtaining capital therefor, and 
also the railway operating revenues and costs of service 
for such period as shall in the judgment of the Commis- 
sion reflect average or normal conditions.” 

In other words, the Commission would give the 
railroads rates that would insure merely such revenue 
as it thought they ought to have. It need not even tell 
the public how it arrived at its conclusion or what its 
definite conclusion was. Its action and the scale of 
rates it allowed or enforced need be its only answer. 
Suppose, under the law as proposed in this bill, the pres- 
ent level of rates and the present revenue return. Does 
any one question that the Commission would reply, to a 
demand for increases, that the carriers were earning 
enough? That was its answer even under the present 
law when the western railroads, admittedly earning much 
less than the present law says they shall have, asked for 
a little more. Does any one doubt that present tenden- 
cies indicate that, under the proposed law, the Commis- 
sion might be expected to say the same thing were rail- 
road net revenue even less than it is now? We do not. 
We think the proposed law, whether intended to do so 
or not, would make for a lower level of rates and less 
revenue for the carriers. It would, at least, make it much 
more difficult for them to get increases when they were 
entitled to them or to show to the public that they were 
not getting what they were entitled to. 


We have nothing at this time to suggest as an 
amendment to the Newton bill that would preserve its 
purpose of doing away with valuation as a basis for 
revenue but, at the same time, set up some measure or 
standard that must be used by the Commission as an 
instruction and could be used by the public as a gauge. 
Perhaps someone who reads this may have an acceptable 
idea. Perhaps what we suggest is impossible.. If it is, 
then we should prefer the present law, objectionable as is 
the valuation feature. We shall have to have a much dif- 
ferent Commission, animated by a much broader view 
of the public welfare than inspires the present body, be- 
fore we shall be willing to leave to it the arbitrary power 
that would be conferred by this proposed legislation to 
decide just what the revenue of the carriers ought to be 
and the basis on which it should be determined, and to 
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keep both secret, if it chose to do so. The very least 
amendment to the bill that we could suggest would be 
one to require the Commission to make public all its 
calculations and the definite conclusions based on them. 


BUSINESS IN 1928 ; 


“An encouraging view of business during 1928, based largely 
upon improved agricultural conditions, is expressed by the mem- 
bership of the board of directors of the Chamber of Commerce 
of the United States in a business forecast to be published in 
the January Nation’s Business magazine,” says a statement is- 
sued by the chamber. 

Among those quoted are Fred W. Sargent, president of the 
Chicago and North Western; Paul Shoup, executive vice-presi- 
dent of the Southern Pacific, and Robert P. Lamont, president of 
the American Steel Foundries. 

Describing the outlook for 1928 as encouraging, Mr. Sargent 
said: 


1927 has witnessed an effort on the part of consumption to catch 
up with production, and the indications now are that 1928 will evi- 
dence a fair balance between these two fundamental factors, each 
indispensable to a prosperous economic condition. 

Crops in the northwest territory in 1927 were good. Old debts are 
being paid off. Savings bank deposits are on the increase and wages 
are reasonably stable. The impetus which these influences will give 
to business in the coming year should not be lightly considered and 
can be relied upon to exert a real force for good in the future. 

So far as the Chicago and North Western Railway Company is 
concerned, we are epee to go forward as usual with our program 
of maintenance. hile in common with certain other railroads, es- 
pecially in Western Trunk Line territory, we have been dealt some 
severe blows in the matter of rate regulations, yet we have faith in 
the ultimate justice and fairness of our administrative authorities, and 


it is our policy to go forward in 1928 with our enlarged improvement 
program. 


Mr. Shoup’s Comment follows: 


The immediate outlook for the Pacific Coast in business, includ- 
ing that of railroad companies, indicates no material change in vol- 
ume. The profits are varied in different industries irrespective of 
volume. The railroads are having considerable additional burdens to 
carry as result of arbitration under the new law. 

Productive facilities are ample and, independent of question of 
wages, are probably more economic and efficient than heretofore and 
the weather conditions have on the whole been very favorable during 
the last year. 

Our extensions of new lines into very attractive territory in Ari- 
zona, California and Oregon and marked improvements in the resort 
facilities up and down the Pacific Coast including Arizona make the 
outlook favorable with respect to both winter and summer business. 


Mr. Lamont’s comment follows: 


The railway equipment business for the past seven or eight years 
has felt the effects of the gradual absorption by the automobile of a 


large percentage of the short haul passenger and freight business of 
the railroads. 


There are indications in some territories at least that the auto- 
mobile is approaching the limit of business it can economically carry. 


If, when and as this becomes general the equipment business will 
improve. 


I. C. C. APPOINTMENTS 


The Traffic World Washington Bureau 


The nomination of John J. Esch, of Wisconsin, for the term 
on the Commission ending December 31, 1934, sent to the 
Senate, December 19 by President Coolidge, was put over for 
_ consideration after the holidays, at a meeting of the Senate 

interstate commerce committee December 20. It was under- 
stood that Senator Wheeler, of Montana, asked that action be 
deferred. The committee probably will consider the nomina- 
tion at a meeting to be held January 5. Mr. Esch’s present 
term expires December 31, and after that date there will be a 
vacancy on the Commission until it is filled either by confirma- 
tion of the nomination of Mr. Esch or by nomination and con- 
firmation of some other person. It is generally believed that 
the nomination of Mr. Esth will be confirmed when the Senate 
acts on it. There is some opposition to confirmation from 
senators who represent states in which the so-called southern 
coal fields are situated on account of the fact that Mr. Esch 
was one of the commissioners who voted for the reduction of 
20 cents a ton in the rates on lake cargo coal from Ohio and 
Pennsylvania mines. 

Claude Porter, Democrat, of Des Moines, Ia., who has been 
recommended to President Coolidge for appointment as a suc- 
cessor to Commissioner Hall, has served as district attorney 
for the southern district of Iowa, special assistant to the Attor- 
ney-General in the Wilson administration, and general counsel 
of the Federal Trade Commission. He has been a candidate 
for governor of Iowa and for United States senator from Iowa. 
He ran against Senator Cummins for the Senate in the 1920 
campaign. 

For a time within the past week there was a strong im- 
pression that Mr. Porter would be named to fill the vacancy in 
prospect by reason of Commissioner Hall’s notice of an in- 
tention tc quit public service. However when the Senate ad- 
journed on December 21 there were reports that Iowa members 
of Congress were inclined to withdraw endorsements of Mr. 
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Porter or to qualify them in the effect that they should not be 
taken as excluding the possibility of an Iowan becoming a 
member of the President’s cabinet in the event of a vacancy as 
to the filling of which Iowans would have the right to be 
heard. There are rumors that Secretary of Agriculture Jardine 
may resign. 

That weakening of the support for the Iowan was followed 
by talk that Henry L. Myers, of Hamilton, Mont., a member 
of the Senate from that state until a few years ago, and Chief 
Counsel Farrell of the Commission were securing strong con- 
sideration from President Coolidge. 

It seemed a certainty, when the Senate adjourned on 
December 21 for the holidays, that there would be two vacan- 
cies on the Commission on January 1, due to the failure of the 
Senate to confirm the nomination of Mr. Esch and the situation 
with regard to Mr. Hall. Last August Commissioner Hall noti- 
fied the President that it was his desire, at some convenient 
time within the current year, to retire from office, so that he 
might be relieved from the grinding duties of a commissioner 
to the end that he could conserve his health. The maximum 
allowed by Mr. Hall for the finding of a man to take his place 
will expire on December 31. Mr. Hall has never announced 
his resignation. He believes that any information as to that 
should come from the White House. The White House has 
acknowledged the receipt of Mr. Hall’s notice of a desire to be 
relieved but further than that no information has been vouch- 
safed. However, it has been understood that Mr. Hall has 
made plans incompatible with his retention of office after the 
termination of the current year and that his notice of a desire 
to retire is equivalent to a notice that, unless sooner relieved 
by the President, the notice of that desire would become an ac- 
tual resignation. Mr. Hall’s medical advice, it is understood, 
has been to the effect that he should not subject himself to the 
strain of official duties after the beginning of the year unless he 
desires to bring about a condition which, in the first two months 
of the year, for several years past, has made it necessary for 
him to abstain from work. Last year his colleagues divided his 
work among themselves so that he might have the benefit of a 
relief from duties long enough to enable him to spend some 
time in the south of France. 

The possibility of President Coolidge appointing some one 
to take Mr. Hall’s place on January 1 has been discussed. Con- 
gress is in recess and under the language of the Constitution 
some contend it is within the power of the President to make 
a recess appointment to the Hall vacancy if it happens on 
December 31. 


WESTERN WAGE AWARD 


Increases of 30 cents a day for firemen and 35 cents for 
hostlers have been granted in a decision of four of the arbi- 
trators appointed to hear the demands of those classes of em- 
ployes on the western roads. The award is expected to become 
the subject of court action, the board of six having failed to 
reach agreement after a week’s negotiations ending December 
5. In response to requests of the employes’ representatives 
and the Board of Mediation, the board of arbitration was re- 
convened December 17, but the carrier representatives declined 
to participate further. It was their contention that the failure 
to reach an agreement prior to the adjournment December 5 
took the matter out of their hands, despite the fact December 
20 was the final day for filing an award on the basis of the time 
fixed by the date of adjournment of the hearings at Chicago— 
the railway labor act establishing a fixed period following con- 
clusion of testimony in which the award is to be filed. 

The employes had requested increases of $1 a day, as well 
as certain rules respecting the fixing of rates of pay based on 
engine gradings. The arbitrators met in Denver, the home of 
the chairman, H. P. Burke, chief justice of the Colorado Supreme 
Court. 


RAIL WAGE STATISTICS 


Class I railroads in September had 1,787,769 employes to whom 
total compensation of $248,894,659 was paid for that month, 
according to the monthly statement on wage statistics prepared 
by the bureau of statistics of the Commission from carrier 
reports. The number of employes represented a decrease of 
0.47 per cent as compared with the number for August, 1927, 
and a decrease of 3.63 per cent as compared with the number 
for September, 1926. Owing principally to the fact that Septem- 
ber had two fewer working days than August, 1927, the total 
compensation showed a decrease of 3.25 per cent. As compared 
with September, 1926, the total compensation in September, 
1927, showed a decrease of 2.11 per cent. 


HANGER NOMINATION APPROVED 

The Senate interstate commerce committee ordered a favor- 
able report on the nomination of G. W. W. Hanger for reap- 
pointment as a member of the Board of Mediation. No action 
was taken in the Senate on the nomination, December 21, how- 
ever, because an early adjournment was taken on account of 
the death of Senator Jones, of New Mexico. The nomination 
will be considered when the Senate reconvenes January 4. 
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Current Topics 
in Washington 


—_—_- 12 .9.9.9°00 nnn... 

American Railroads and Cargo Ships.—Although the sugges- 
tion of Edward N. Hurley, former chairman of the Shipping 
Board, that the railroads take over the Shipping Board’s Ameri- 
can merchant marine was received among railroad men and 
shipping men with sniffs of suspicion on the part of some and 
no great amount of enthusiasm on the part of many, it has 
given rise to speculation as to whether it would not be money 
in the pockets of certain combinations of carriers to acquire 
cargo ships and operate them as parts of their systems. For 
instance, American coal needs more markets. It is suggested 
that, if railroad lines combined to acquire ships and provide 
modern unloading facilities at strategic foreign ports, they would 
afford an outlet for some of the coal that is now creating such 
things as the lake cargo and the eastbound bituminous coal 
cases. Package ships, it is suggested, would be out of the ques- 
tion unless, for instance, all the railroads serving the Atlantic 
and Gulf ports were in a combination and the inland or outbound 
routing of freight could be made of no importance. The large 
stumbling block, other than the question as to whether the ships 
could be made to pay indirectly (because direct profit is out 
of the question) is the Panama Canal part of the interstate 
commerce act. No railroad-owned ship could go through the 
canal without the consent of the Commission. That body could 
only give a revocable permit. Men with money to invest do 
not care to make investments under such permits. Coal-carry- 
ing ships from the Atlantic ports might not want to use the 
canal. Yet they might. So long as the prohibition remains, it 
is a thing that would hold back any plan that might be sug- 
gested along the lines of the Hurley idea. It is fine in war to 
act on the “damn the torpedoes” idea, but in a business that 
must be done with money obtained from the public through 
bankers, Farragut’s words would evoke only a stare from a fishy 
eye and a sickly smile from the most favorably disposed banker. 
In the event a combination of railroads decided to put American 
soft coal into foreign markets, by means of their own ships and 
their own unloading facilities, acquired after a complete and 
binding understanding with a sufficient number of operators to 
make the thing a go, the rate relationship pressure might be 
relieved in a number of areas. Such an arrangement, too, 
might make it unnecessary for coal operators to suggest low 
export rates from American ports. The railroads, in effect, 
could give export rates on coal by taking losses on their marine 
business equivalent to a reduction in the rates to the ports 
large enough to stimulate export business. Export rates on coal 
via the Atlantic ports are extremely difficult, for the reason that, 
when a ship gets away from the port, there is no way to police 
the rate paid on the coal that has been brought to the port for 
transshipment. Such rates are made for deliveries, “inside the 
capes” and deliveries “outside the capes.” Were export rates, 
lower than those for deliveries outside the capes, to be made, 
New England and other parts of the country using water-borne 
coal would demand that the originating railroads make rates 
as low for them as for foreigners, inasmuch as their service 
to the ports would be same for coastwise and export Coal. 
Some railroads, however, as the operators of cargo ships, might 
make, in effect, export rates, by deliberately planning to accept 
losses on cargoes of coal equivalent to the loss caused by a 
low rate on export coal, without openly flouting the sentiment 
demanding as low rates for deliveries in the United States 
“outside the capes” as for deliveries beyond the capes in 
foreign territory. Inasmuch as no coal mine operators have yet 
shown any desire to acquire boats and go after foreign business 
with their own ships, combinations of railroads, it has been 
suggested, might try such an arrangement without stepping on 
the corns of any of their customers. The Shipping. Board, 
however, has few, if any vessels suitable for such an experiment. 





All Carrier Revenue Ear-marked for the Farmer.—The posi- 
tion taken in behalf of Kansas farmers, that no reductions 
should be made in export on steel until after rates on grain 
have been disposed of, in substance, shows the logic of the 
Hoch-Smith legislation. If the Commission is to see to it that 
the products of agriculture get the lowest possible lawful rates, 
it seems obvious that it must come to a conclusion as to how 
much of a cut can be made in revenue derived from grain and 
how much of the cut can be put on the shoulders of steel 
and other commodities. The Hoch-Smith resolution can be so 
construed, however, that any industry that feels that it is de- 
pressed has the right to invoke that legislation. It is not con- 
fined to agriculture, as is shown by the introductory language, 
“That it is hereby declared to be the true policy of rate making 
to be pursued by the Interstate Commerce Commission in ad- 
justing freight rates, that the conditions which, at any given 
time, may prevail in our several industries should be con- 
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sidered in so far as legally possible to do so, to the end that 
commodities may freely move.” Of course, the language of that 
resolution is so full of “weasel words” that the first impulse, 
even of lawyers, is to say that it means nothing, though the first 
rule of construction is that a statute must be made to work— 
that is, cause something.to be done. The primary duty of the 
Commission, under the resolution, seems to be to think about 
agriculture and its products. That is why the Kansas farmers 
suggest that the reduction on iron and steel be laid aside until 
the needs of their industry have been subjected to an inquest. 
They do not exactly sing, “give me a piece of that money or 
I'll break up the game,” but they are frank enough to intimate 
that no one is entitled to get anything until it is certain that 
what is proposed to be given to the steel industry, for instance, 
will not make impossible any concessions, not to say gifts, to 
the prducers of agricultural products. If the volume of freight 
keeps up to the high marks of the last few years some con- 
cessions may be possible, but if it does not, the Hoch-Smith 
resolution may be proved to have been what many suspect—a 
mere gesture to the farmers. 





Why a Rule Should Work Both Ways.—The Georgia Public 
Service Commission, in a decision reported, in part, by John 
E. Benton, general solicitor for the National Association of Rail- 
road and Utilities Commissioners, uses language about valuation 
theories that the common man can understand. A power com- 
pany in Atlanta, authorized to revise its street car fares, leaned 
heavily on the cost-of-reproduction-new formula for ascertain- 
ing the value of the property. The Georgia commission re- 
jected the formula, notwithstanding its conclusion that the 
Supreme Court of the United States, though not definite in 
prescribing rules as a guide for arriving at a fair value, leaned 
“more to the reproduction-cost-new theory than to any other 
method.” As cause for rejecting the theory or formula, the 
Georgia commission said that “conditions could happen, as they 
have happened in the past, which, to apply such a method, 
would work disaster for the company, as well as a hardship 
on the public, in so far as such would result in the loss of serv- 
ice.’ The language that is easily understood is that “such a 
theory, if applied in the last half of 1914, 1915, and 1916, would 
have bankrupted most of the companies throughout the coun- 
try.” The mere fact that Kansas and Nebraska populism, in 
1896, stood for that theory, it would seem, would be enough 
to condemn it in the eyes of reasonable men. The cost of re- 
production new then was away below the cost of reproduction 
new a few years prior thereto and it would have been dishonest 
to say that the value of anything then was only the cost of 
reproduction new. For the same reason, the cost of reproduction 
new now, in many instances, would be dishonest on the side 
of anti-populism. Fair value, in condemnation proceedings, has 
been described as the price that would be taken by a man who 
was not compelled to sell, from a man not compelled to buy. Of 
course, that relates to the taking of property from the owner, 
in fee, but the underlying idea, it is believed, is good, for that 
form of taking known as rate-making. 





Another Myth Killed by Statistics—Among the common 
ideas on this side of the Atlantic is the one that Europe ex- 
ceeds the United States in the matter of the development and 
use of water power. The fact, as found by a survey made 
by the Department of Commerce, is that the capacity of con- 
structed water power plants in the United States is probably 
nearly equal to that of the whole of Europe, with a population 
many times that of the United States. In plants of more than 
100 horsepower the development in the United States is 11,- 
700,000 horsepower. In Europe the developed capacity, includ- 
ing the thousands of small plants of less than 100 horsepower, 
is 13,100,000. At the present rate of growth, the Department 
of Commerce asserts that the United States will be ahead of 
Europe in three years. Increase in the cost of fuel has tended 
to heighten interest and investment in water-power plants in 
this country. Hope of profit, either through cut in the cost of 
manufacturing or in the sale of power in competition with fuel, 
will cause water-power development in the United States, if, 
as, and when needed, as the stock brokers say when they 
offer to sell a promised issue of securities. Imagine trying to 
persuade a Pennsylvanian in a water-power development when 
he could buy coal at the mine for $1 a ton or a little more. 
But when the price runs up to $3 or $4 a ton at the mine the 
Pennsylvanian is interested in a source of cheaper power. “It 
is the war,” was the Frenchman’s excuse for putting up with 
all the inconveniences, insults, and difficulties of seven or eight 
years ago. He submitted. Americans have not. Water-power 
development may be one of the evidences that they will not 
stand for things, high fuel prices, among others, caused by or 
attributed to the war. They have always had cheap power and 
they refuse to get along without it. 





How Long Before Tobacco Is Taboo?—A nice booklet, issued 
by the Department of Agriculture, shows pictures to illustrate 
how much better flue-cured tobacco does when properly fer- 
tilized than when nature is allowed to take its course. It is 
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known as technical bulletin 12-T, in case there should be any 
readers willing to run the risk of going into tobacco culture. 
The risk—believed to be small, however—is that the use of 
tobacco also will be forbidden. That may seem a far-fetched 
risk. It must, however, be remembered that less than 100 years 
ago he was thought to be a benefactor who devised a more 
economical way for producing an alcoholic beverage. It was 
not much more than 1,000 years ago when private wars were 
forbidden. It is not certain that they were then forbidden be- 
cause killing in a private war was regarded as so very wrong. 
Not at all. Somebody conceived that peace was a state of things 
that constituted a possession of the king. There may have 
been implied in that idea another to the effect that, if one 
wanted to have a war of his own, he might buy the privilege 
from the king. Money was hard to come at then, as now, and 
anyone who could tell the king a way to get more was a friend, 
indeed. The earliest English version of the laws of Scotland 
contains a schedule of the prices to be paid for various forms 
of assault and battery, kicking above or below the knees, and 
mayhem (although memory is not certain as to whether the 
name for mutilation had then been found), presumably to be 
paid to the king, though some may have gone to the assaulted 
one. Anyhow, the person who wants to know how much better 
a crop of tobacco can be grown with fertilizers than without 
may find out by writing for the booklet, which is filled with 
pleasing photographs, showing how that part of the nightshade 
family likes to be treated in the way of providing food for it. 





A Simple Measure of Magnitude.—Twelve and a half billion 
gallons of gasoline, the production in this country last year, it 
is believed, means Tittle or nothing to the average man. He 
knows merely that that is a lot of fluid. The Bureau of Mines 
has made a film showing the story of petroleum, to be had by 
any school or such organization desiring to show it, with a 
view to giving an idea of the immensity of that one of several 
whales of industry in which the United States leads the world. 
Not one of the pictures, it is believed, tells the story so well 
as one showing that it would take a tank nearly 1,000 feet in 
diameter and 300 feet high to hold the gasoline that was in 
reserve and ready for use in the event an unusual strain came 
in 1926. But a tank like that means little. However, the legend 
on the picture said that, if a hole 18 inches in diameter were 
shot into that reserve tank, it would take 171.5 days for the 
gasoline to flow out. A less simple illustration showed that it 
would take something like 13,000 miles of tank cars and 37,000 
locomotives to haul all the gasoline at one time.—A. E. H. 


CONSOLIDATED SOUTHWESTERN CASES 


The Galveston Chamber of Commerce, an intervener in No. 
13535, Consolidated Southwestern Cases, has asked the Com- 
mission to modify its report and order in the manner requested 
by the Mallory and other established steamship lines in their 
petition dated October 14. It asked the modification so as to 
enable, as it said, the established steamship lines to meet the 
competition of the irregular or unregulated steamship lines. 

“There is grave danger that these established steamship 
lines will lose a large share of their traffic to the unregulated 
steamship lines should the Commission’s order, as it now reads, 
be enforced,” says the Galveston petition. “The loss of this 
business to the unregulated lines will inevitably result in the 
curtailment of the present service operated by the established 
steamship lines, which would seriously affect not only the man- 
ufacturers and shippers adjacent to the Atlantic Seaboard terri- 
tory, but also the merchants, jobbers and consumers as well as 
manufacturers and shippers in the southwest who are now de- 
pendent upon these established steamship lines for the transpor- 
tation of their commodities to and from the territories in 
question.” 


The petitioner said that if the Commission could not modify its 
order so as to permit the publication of non-concurrence tariffs, it 
should instruct the eastern trunk lines to give their concur- 
rences to the agent representing the steamship lines, thereby 
permitting the latter to publish the through joint rates between 
interior points in Atlantic Seaboard territory and interior points 
in the southwest via the Texas ports. Requiring the eastern 
trunk lines to give their concurrences to the agent designated 
by the steamship lines, the petition said, would put the power 
of initiating the rates in the hands of the steamship lines so that 
they would have great control over rates but not so great as 
they have by means of the non-concurrence tariff. 


The Memphis Freight Bureau has asked the Commission to 
eliminate the separate bridge-toll charge in addition to the line- 
haul rate, from its findings in the southwestern cases, or, in 
the alternative, institute a general investigation on the subject 
of bridge tolls throughout the country to determine, among 
other things, the extent to which and where bridge-toll charges 
are exacted in addition to line-haul rates. This request is in- 
corporated in a reply by the bureau to the request of the car- 
riers for an increase in the level of the rates prescribed. 

Memphis believes imposition of the bridge-toll charge in 
addition to the line-haul rate causes a discrimination against it 
and all the other crossings of tbe Mississippi below Memphis, 
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the like of which is not to be found in any other part of the 
country. The traffic bureau points out that in the recent South. 
ern Class Rate Investigation, the Commission made no alloy. 
ance for Ohio River crossings in addition to the line-haul rates, 
rates to Cincinnati, a north-bank point and Louisville, Ky., 4 
south-bank point, being calculated on mileage without regarj 
to the fact that there are bridges at those pointes, as there js 
at Memphis. 

Helena, Ark., is cited as a striking example of the “ip. 
justice of a bridge toll as applied on traffic between Memphis 
and southwestern territory.” It is pointed out that under the 
findings in the consolidated cases traffic between Memphis and 
the southwest is subject to a bridge-toll while under the southern 
class rate case, no additional charge is made between Helena 
and points in southern territory for the cross-river service at 
Helena. 

“The rates between Helena and points in southern terri. 
tory,” says the bureau, “are made solely on the basis of the 
actual short line mileage, the same as if Helena were an in. 
terior point in southern territory and there were no river in- 
tervening.” 

In the Memphis Southwestern cases, the traffic bureau 
points out, rate discriminations were removed by the prescrip. 
tion of class and commodity mileage scales, but new ones were 
created, against Memphis and river crossings south of that 
point, by the impositior of a bridge-toll in addition to the line. 
haul charge. 

‘In denominating this bridge toll charge a discrimination,” 
says the bureau, “we do so on the major ground that it is not 
applied uniformly throughout and between all territories where 
substantially similar bridge-crossing services are performed. 
If the application of this charge for the bridge-crossing service 
at Memphis in connection with a line-haul movement is just and 
reasonable, and which we hold is not, and is a sound rate-mak- 
ing principle, which is extremely doubtful, then we contend, in 
all fairness and in justice to Memphis shippers and those in 
similarly affected communities, and also in order to conform to 
the plain spirit and intent of section 3 of the act, the Commis- 
sion should either formulate, adopt and apply certain definite 
principles with respect to this bridge-crossing charge and apply 
those principles uniformly and in all territories without fear or 
favor, or otherwise the Commission should eliminate this charge 
from the rates involved in this proceeding. The latter course 
we hold should be adopted.” 

Carriers serving west-bank Mississippi River points now 
grouped with New Orleans and Baton Rouge, La., ask that they 
be eliminated from the findings in the consolidated case except 
from and to southwestern territory, and Kansas-Missouri terri- 
tory, because, to other destination territories, the west-bank 
points, of which Algiers and Anchorage are representative, are 
now given New Orleans and Baton Rouge rates. The carriers 
point out that in the very recent case, Celotex Company vs. 
A. C. & Y., 132 I. C. C. 190, the Commission had given recogni- 
tion to the fact that the west bank points considered were 
parts of the industrial districts of New Orleans and Baton 
Rouge and should be given the same treatment as New Orleans 
and Baton Rouge. 

The Southern Furniture Manufacturers’ Association has 
asked the Commission to exclude furniture from its findings in 
the consolidated case so as to allow the whole matter of furni- 
ture rates to be determined in No. 18323, General Furniture 
Investigation. It asks that if that be not done that finding No. 
27 be modified so as to permit southern carriers to establish a 
basis of rates from the south to the southwest on a parity with 
the rates from official territory so as to permit the southern 
shippers to compete on a fair basis with shippers north of the 
Ohio and Potomac Rivers. 


OFF-TRACK SERVICE CASE 


The order of the Commission enlarging its inquiry, No. 
19715, constructive and off-track railroad freight stations on Man- 


hattan Island, N. Y. (see Traffic World, December 17), is as 
follows: 


It appearing, That on June 7, 1927, this Commission entered. an 
order on its own motion instituting an investigation into and concern- 
ing the collection, receipt, delivery, transfer or other handling of 
freight, at, between, and from and to constructive and off-track sta- 
tions on Manhattan Island, N. Y., by means of trucks, drays or other 
vehicles suitable for operation on and over streets and highways, and 
the circumstances and conditions surrounding such handling or other 
transfer, the arrangements therefor and the practices in respect thereto; 

Now therefore for good cause shown 

It is ordered, That the said order of the Commission be supple- 
mented so as to include investigation into the circumstances and 
conditions surrounding all services performed by privately owned 
trucks, drays, or other vehicles suitable for operation on and over 
streets and highways, for and on behalf of all carriers serving or 
holding themselves out to serve Manhattan Island, N. Y., in respect 
of.the collection, receipt, delivery, transfer or other handling of freight, 
and all practices and arrangements, contractual or otherwise in respect 
thereto, whether such service is performed at, between or from or to 
constructive and off-track stations, or at, between or from or to 
on-line stations and lighterage points within the lighterage limits of 
New York harbor as defined in the tariffs of the respective carriers, 
or otherwise. 

It is further ordered, That this supplemental order be served upon 
all common carriers by railroad subject to the interstate commerce 
act serving or holding themselves out to serve Manhattan Island, N. Y., 
which carriers, in the order of June 7, 1927, have been made respond- 
ents to this proceeding. 
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Decisions of Interstate Commerce Commission 
_—_—_———— —  ——— — 


LITHOGRAPHED PAPER RATES 


The Commission, by division 3, in No. 17195, National Asso- 
ciation of Employing Lithographers vs. Santa Fe et al. and 
cases joined with it, mimeographed, has ordered a revision of 
ratings on various forms of lithographed or printed sheets in the 
three Classification territories to be made effective not later 
than February 11. The report covers, in addition to the title 
complaint, No. 17197, Miami Tablet Co. vs. Burlington et al.; 
No. 17584, Dr. Miles Medical Co. vs. Akron, Canton & Youngs- 
town et al.; and No. 17615, Montgomery Ward Co. et al. vs. 
Southern et al. 

Ratings in Southern and Western classifications on printed 
or lithographed bill-poster sheets, in less-than-carloads, were 
found not unreasonable, but the rating thereon in Official Clas- 
sification was found unreasonable to the extent it exceeded 
second class. 

Ratings in Official and Western classifications on printed 
or lithographed tablet-top sheets, in less-than-carloads, were 
found unreasonable to the extent they exceeded second class. 
Reparation was denied. 

Ratings in Official, Western and Southern classifications on 
catalogues and advertising almanacs, in carloads, were found 
unreasonable to the extent they exceeded rule 26 in Official and 
fourth class in Southern and Western classifications. Reparation 
was denied on carload shipments of advertising almanacs. 

Although covered by one report, each case was given sep- 
arate treatment. In the title complaint, believed to be typical, 
third class was sought on printed advertising matter, such as 
almanacs, catalogues, circulars, leaflets, pamphlets, sheets or 
price lists in Official and Western and fourth class in Southern, 
which are the ratings on the unprinted paper. The Commission 
said the unprinted paper was valued from 7 to 11 cents per 
pound and the averaged price on poster sheets was: 26 cents 
per pound. The complainant said the printed sheets were less 
subject to pilferage than the unprinted paper, which was termed 
the raw material, in this instance, and that therefore the dif- 
ference in value, was not reason for a difference in rates. The 
Commission, however, said it had uniformly held that where two 
commodities were similar except for a difference in value, the 
difference in rates might and should be more than an amount 
just sufficient to provide insurance against loss or damage in 
transit. 

The carload ratings prescribed in the order of the Commis- 
sion are subject to a minimum of 40,000 pounds. 

In a dissent, Commissioner Woodlock brought in the Hoch- 
Smith resolution as a bar to what was being ordered in this 
case. His colleagues did not mention that law. Mr. Woodlock 
said: 

The majority report in this case requires the reduction by one 
full class of carload and less-than-carload rates on the printed matter 
described, applying on every railroad in the country. Such widespread 
reduction in carrier revenues on these commodities is not in accord 
with the mandates of law. In the Hoch-Smith Resolution we are 
twice instructed to take care in adjusting rates to maintain an ‘‘ade- 
quate system of transportation.’’ If these words mean anything they 
mean that, broadly speaking, we must shift some of the burden now 
borne by agricultural products suffering from depression to other 
classes of traffic, meanwhile maintaining carrier revenues reasonably 
intact, failing evidence that these revenues are excessive. I do not 


believe that the prevailing classification and class rates are excessive 
for this traffic. In my opinion these complaints should be dismissed. 


LOG TRANSIT JUSTIFIED 


Notwithstanding the protests of the Northern Pacific and 
the Great Northern, the Commission, by division 2, in I. and S. 
No. 2932, transit on logs and lumber from northwestern points 
to eastern destinations, transcontinental, mimeographed, has 
found justified the proposed establishment of transit at Coeur 
d’Alene, Ida., by the Milwaukee, governing the inbound move- 
ment of logs, from Clarkia, Fernwood, and Sherwin, Ida., on the 
Chicago, Milwaukee & St. Paul, as a part of interstate shipment, 
and the outbound movement of lumber; also of proportional 
rates to apply on related articles produced from such logs, to 
eastern destinations over the Milwaukee and other carriers serv- 
ing Coeur d’Alene. It has vacated its order of suspension and 
discontinued the proceeding. The Milwaukee, in this move to 
hold traffic to its rails, co-operated with the Coeur d’Alene 
Southern. 

The arrangement makes the charges on logs over the route 
of the Milwaukee and its co-operating connections, $2.315 into 
Coeur d’Alene instead of the full combination of $2.815. The 
protesting carriers made an adjustment of rates to meet the 
move of the Milwaukee by reducing proportionals from Coeur 
d’Alene to overcome the reduction made by the Milwaukee into 
the transit point. Then the Milwaukee proposed establishing 
proportionals from the transit point to restore the advantage 
it proposed when it made the first move on logs. 


Protestants, the Commission said, did not question the 
right of the Milwaukee to do what it had done but they ques- 
tioned the wisdom of transit arrangements in that territory, 
where, the report said, there was usually no connection between 
the inbound rates on logs and the outbound rates on lumber. 
They contended that the proportional rates which they pro- 
posed were but a move to restore the situation as it had been 
before the Milwaukee made its first move in regard to inbound 
a In discussing and disposing of the case, the Commission 
said: 


Protestants do not object to the Milwaukee’s proportional lumber 
rates on the ground that they are unlawful in form or principle but 
invoke our minimum rate powers to require their cancellation on the 
ground that this action of the Milwaukee indicates that it is em- 
barking on a campaign of reductions with a view to controlling the 
outbound movement of lumber and that to permit these rates to be- 
come effective, necessitating further reductions by protestants, would 
result in a rate war which would adversely affect the revenues of the 
carriers and tend to break down the rate adjustment on lumber pre- 
scribed by us. But the protestants are in the anomalous position 
that while they ask us to prevent the Milwaukee’s proportional lum- 
ber rates from nemages se effective they, at least for the purposes of 
this case, withdraw their objections to the Milwaukee’s transit tariff 
provided their own proportional rates and transit arrangements also 
become effective. 

The Milwaukee has elected by a transit arrangement to tie up 
to the outbound lumber rates the inbound log rates theretofore ap- 
plying on intrastate traffic only, and under the circumstances the 
through shipment must be considered as a unit in determining the 
reasonableness or lawfulness of the through charges. There is no 
contention by protestants that the poeta through charges of the 
Milwaukee on the through shipments would be unduly low. As above 
pointed out, they would still be materially in excess of the charges 
represented by the through rates on lumber from the points where the 
logs originate. 

We have held in various cases that even where proposed rates 
or regulations are not otherwise unlawful, they may be found un- 
lawful and ordered canceled because inconsistent with the provisions 
of section 15a where there is a clear showing that such rates or 
regulations will beyond a reasonable doubt result in loss of revenue 
to the carriers sufficient to endanger the fair return provided by that 
section. While there is much reason to believe that the general estab- 
lishment in the territory involved of transit on logs into lumber and 
of proportional rates on lumber lower than the locals would result 
in revenue losses sufficient materially to affect the fair return, under 
all the facts and circumstances here present we do not feel warranted 
in condemning the suspended schedules under section 15a. 

We find that the suspended schedules have been justified except 
that the transit tariffs should be amended clearly to provide that ap- 
propriate cancellation of inbound log tonnage must be made where 
lumber is shipped out of the transit point to destinations to which 
the transit does not apply, is consumed locally, or is disposed of in 
any other manner than by rail under transit. An order vacating the 
order of ns one and discontinuing this proceeding will be entered, 
but the carriers will be expected promptly to make the necessary cor- 
rection in their transit tariffs. 


—_—— 


GRAIN INCREASES FORBIDDEN 

The Commission, by division 3, in I. and S. No. 2933, grain 
from Texas to southeastern and Mississippi Valley destinations, 
mimeographed, has found not justified proposed increased rates 
on coarse grains, from points in Texas on the Panhandle & 
Santa Fe to the destination territory indicated. The points 
of origin, the report says, are now grouped with about 25 other 
points on the Rock Island. The governing tariff makes the 
through rates the lowest combination applicable via Mississippi 
crossings, Memphis and south. Under that rule the 34 cent 
proportional to Memphis applies also in the making of through 
rates via Vicksburg and Natchez. 

The condemned proposal was to increase the proportional 
to Memphis to 42 cents, the level of the local rate to that 
point. The respondents said that by increasing that propor- 
tional they would wipe out fourth section departures. Texas 
and Memphis protestants pointed out that if allowed to become 
effective the new proportional would create fourth section de- 
partures to 40 destinations in Alabama and Georgia because 
the new combinations would exceed the Meridian, Miss., com- 
bination. 

. The Commission said the proposed rates, to many destina- 
tions, would be from 5 to 28.5 cents higher than the column 
17.5 rates in Consolidated Southwestern. Cases, 123 I. C. C. 
203, prescribed for application on coarse grains in Oklahoma 
Millers’ League vs. A. & M., 128 I. C. C. 523, for application 
from Oklahoma to destinations in Louisiana west of the Mis- 
sissippi, a higher rated territory than the southeast. 


NITRATE OF SODA RATE 


The Commission, by division 3, has dismissed No. 19094, 
Peerless Explosives Company vs. Central of New Jersey, mime- 
ographed, finding the rate on nitrate of soda, carloads, from 
New York harbor points to White Haven, Pa., not unreasonable, 
unjustly discriminatory, or unduly preferential and prejudicial. 
Other explosive manufacturers at Pennsylvania points were al- 
leged to be unduly preferred. The assailed rate to White 
Haven is 21 cents. It is a group rate. Other explosive manu- 
facturing points take a group rate of 19 cents. Comparisons 
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were made with points in the lower rated group with greater 
mileage, particularly Reynolds, Pa., 146 miles from New York, 
whereas White Haven is 142 miles. Reynolds, however, is on 
the Reading while White Haven is on the Central of New Jer- 
sey. The 21-cent rate applies to other points on the Central of 
New Jersey. The Commission said that rate comparisons, 
which constituted all of complainant’s evidence, were not suf- 
ficient to sustain an allegation of undue prejudice. 


SHEET BAR RATES 


An order of dismissal has been made in No. 19010, Chapman- 
Price Steel Company vs. Baltimore & Ohio et al., mimeographed, 
the Commission, by division 3, finding the rates on sheet bars, 
in carloads, from Newport and Andrews, Ky., to Indianapolis, 
Ind., not unreasonable. The attack was upon the present rate 
of $2.31 and the prior rate of $2.65, the reduction having been 
made September 1, 1926. A rate of $2.11 was desired, on the 
theory that as a rate of $2.64 from Gary, Ind., to Indianapolis 
was 66 per cent of sixth class, a similar formula of 66 per cent 
of sixth class would give a rate of $2.11 from Newport, which 
takes the Cincinnati rate. The Commission said, in respect to 
emphasis laid upon the fact of a voluntary reduction, that such 
reduction did not raise a presumption of unreasonableness. 


OHIO PIG IRON RATES 


The Commission, in a report written by Commissioner Meyer, 
in No. 17877, rates on pig iron and articles taking the same rates 
within the state of Ohio (mimeographed), a proceeding insti- 
tuted under the thirteenth section, has come to the conclusion 
that Ohio’s intrastate rates on pig iron and articles taking the 
same rates required by state authority, have not been shown to 
have caused or to cause any undue: or unreasonable advantage, 
preference, or prejudice as between persons or localities in in- 
trastate commerce on the one hand and interstate or foreign 
commerce on the other, or any unjust discrimination against 
interstate commerce. It has, therefore, discontinued the pro- 
ceeding. It treated a rate of 76 cents from Ironton to Ports- 
mouth and one of $1.26 from Girard and Struthers to Canton as 
typical to illustrate the quality of the adjustment required to be 
maintained by the Ohio commission. 


JOINT-LINE HARD COAL RATES 


The Commission, by division 2, has dismissed No. 18545, 
Edward G. Bailey et al. vs. Boston & Maine et al., mimeographed, 
finding joint-line rates on prepared sizes of anthracite coal, from 
the Wyoming region in Pennsylvania to the Albany, N. Y., dis- 
trict and to Scotia, N. Y., not unreasonable or unduly prejudicial. 


STATE FARES CONDEMNED 


The Commission, in No. 19920, in the matter of intrastate 
fares of the Chicago, North Shore & Milwaukee within the states 
of Illinois and Wisconsin, mimeographed, has found intrastate 
fares required by state authority to be maintained by the carrier 
mentioned, which are lower than the corresponding interstate 
fares maintained by it within those states and between points 
in Illinois and points in Wisconsin, to be unduly preferential of 
intrastate passengers, unduly prejudicial to interstate passengers 
and unjustly discriminatory against interstate commerce. The 
report was written by Commissioner Meyer. The case was 
initiated upon complaint of the Chicago, North Shore & Milwau- 
kee, which the Commission described as an electric interurban 
railroad operating between Chicago and Milwaukee. That car- 
rier was made the respondent in this thirteenth section inquiry. 

Respondent, according to the report, operates between the 
two termini, upward of 40 limited passenger trains daily and 
many other passenger trains between either Chicago and Mil- 
waukee and intermediate points and a general freight service 
between Highland Park, Ill., and the city limits of Milwaukee, 
the passenger business being the principal source of revenue. 
Its status as a carrier subject to the interstate commerce law 
was determined in Intrastate Fares of the C. N. S. & M., 62 
I. C. C. 188. 

Prior to March 25, 1927, the respondent’s basic one way 
fare, state and interstate, was three cents per mile. On that day 
the interstate basis was increased to 3.6 cents per mile. State 
authorities denied authority to make an increase in the state 
basis on the ground that the 2-cent fare laws in those states 
left them without jurisdiction, the Wisconsin commission having 
changed the view it held in July, 1921, when it authorized an 
increase to three cents. The Illinois commission, the report 
said, made no objection to the federal commission increasing the 
basis to 3.6 cents, which prevails on the steam railroads. 

The intrastate fares of the respondent, the report says, from 
Chicago to competitive Illinois points and from Milwaukee to 
competitive Wisconsin points range from 4 to 23 cents less than 
those of its steam railroad competitors. Passengers could and 
did buy combinations of intrastate and interstate tickets less 
than the through interstate fares, the report said. The re- 
spondent estimated that its revenue would have been $400,714 
greater if its one way interstate and intrastate basis in the 
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whole of 1927 had been 3.6 cents. On such a revenue basis the 
report figured that the respondent would have had available for 
return on investment, equivalent to 3.23 per cent on the book 
value of July 31, 1927. 

The Commission found that the undue prejudice, preference, 
and advantage, and unjust discrimination should be removed 
by making increases in intrastate fares which shall result in 
fares corresponding, distance considered, with the interstate 
passenger fares found reasonable, that is on a basis of 3.6 cents 
per mile. It said that schedules in compliance with the order 
in this case might be made effective on not less than ten days’ 
notice. It further said the findings were without prejudice to 
the right of the authorities of Illinois and Wisconsin, or any 
other party in interest to apply, in a proper manner, for a 
modification of the findings and order as to any specific intra- 
state fare on the ground that the latter was not related to the 
interstate fares in such a way as to contravene the provisions 
of the interstate commerce act. 


PETITIONS FOR REHEARING, ETC. 


No. 17745, National Petroleum Assn. et al. vs. Baltimore & 
Ohio et al. Complainants petition for rehearings therein. 

No. 17129, Sinclair Crude Oil Purchasing Co. vs. Santa Fe 
et al., and No. 17435, Sinclair Oil and Gas Co. vs. Chicago, Rock 
Island & Gulf et al. Complainants’ petitions for rehearing and 
reconsideration. 

No. 14827, National Association of Upholstered Furniture 
Manufacturers vs. Ann Arbor et al. Defendant carriers’ peti- 
tion for postponement of effective date, and for reconsideration 
and modification of opinion and orders in above-styled pro- 
ceedings. 

No. 18516, The Western Shade Cloth Co. vs. Atlanta & 
West Point et al. Complainant and The Western Shade Cloth 
Company of Georgia, intervener therein, have petitioned for 
reopening of this case for reconsideration of one feature only. 

No. 13506, Parkersburg Rig & Reel Co. vs. St. Louis-San 
Francisco et al. Defendants’ petition for further postponement 
of effective date of order. 

No. 17863, Bunker Hill & Sullivan Mining & Concentrating 
Co. et al. vs. Oregon-Washington Railroad & Navigation Co. 
Complainant petitions for rehearing and reargument. 

No. 12494, Skinner Manufacturing Co. vs. Director General 
as agent, Burlington et al., No. 15737, Fortune Products Co. et 
al. vs. Santa Fe et al., and No. 16211, Mapl-Flake Mills, Inc., 
vs. Santa Fe et al. Carriers petition in each of above cases 
for reargument and/or reconsideration and modification of the 
Commission’s decision ‘therein. 


SUSPENDED TARIFFS 


In I. and S. No. 3034, the Commission has suspended from 
December 22 until July 22 schedules as published in supplement 
No. 4 to Missouri-Kansas-Texas Railroad Company of Texas, 
I. C. C. No. C-92. The suspended schedules propose to establish 
a restriction in connection with grain transited at points on the 
Missouri-Kansas-Texas Railroad Company of Texas when des- 
tined to points in Arizona, California, Nevada, New Mexico and 
Utah as follows “Transit will not be permitted shipments 
originating on or moving in connection with the C. R. I. & P. Ry. 
(Combination rates will apply).” 


PROTESTS GRAIN INCREASES 


The Minneapolis Traffic Association has filed a formal pro- 
test with the Commission against the proposed increases in 
rates on grain and grain products from stations in Utah, Idaho, 
Colorado, and New Mexico to destinations in Wisconsin, pub- 
lished in supplement No. 2 of D. & R. G. W. tariff, I. C. C. 288, 
effective January 1. The rates apply via Minneapolis, with 
transit. The increases range from 5 cents to 14% cents. The 
petition states that no increases are proposed to Chicago and 
that the rates via Minneapolis to Manitowoc, increases in which 
are proposed, should be the same to enable the miller at Min- 
neapolis to compete. The petition for suspension alleges the 
proposed rates to be unreasonable, in violation of section 1 
of the act, and discriminatory in violation of sections 2 and 3. 
It also calls attention to the fact that rates on grain in western 
territory are under investigation in docket 17000, contending 
that, pending the disposition of that case, increases should not 
be allowed. 


EXPLOSIVES REGULATIONS 


Director Bartel, of the Commission’s bureau of service, in 
No. 3666, the docket in which the Commission handles regula- 
tions for the transportation of explosives and other dangerous 
articles, has received amendments and modifications proposed 
by the American Railway Association’s bureau of explosives for 
inclusion in the proposals circulated by Director Bartel under 
date of December 3. They refer to the proposed specifications 
for No. 3D cylinders. Mr. Bartel is circulating the proposed 
changes with a view to obtaining the views of those interested. 
Such views, his circular says, should be sent to the Commission 
within twenty days from December 19, the date of his circular. 
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RATES ON BROOMCORN 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. J. Harris, in No. 19855, 
Southern Traffic and Audit Association vs. Santa Fe et al., as to 
the rates on broomcorn, in carloads, and the charges thereunder 
from Hugoton and Moscow, Kan., to Sealy, Tex. Charges were 
collected at the applicable first class rate of $1.765. Harris said 
the Commission should find the rates assailed unreasonable to 
the extent they exceeded $1.335 and award reparation to that 
basis. 


CARBON DISULPHIDE RATES 
Examiner W. J. Harris has recommended the dismissal of 
No. 18804, Warner Chemical Co. vs. Baltimore & Ohio et al., on 
a finding that rates on carbon disulphide, in carloads, from South 
Charleston, W. Va., to Central territory are not unreasonable or 
otherwise unlawful. The rates were alleged to be in violation 
of the first three sections of the interstate commerce act. 


WRAPPING PAPER REPARATION 
Examiner A. E. Later has recommended the dismissal of No. 
19814, Hutchinson Paper Company vs. C. R. I. & G. et al., on a 
finding that the claim for reparation on a shipment of wrapping 
paper from Orange, Tex., to Hutchinson, Kan., made in January, 
1924, was barred by the statute of limitations. 


TIN CAN AND PAIL RATES 
Examiner R. M. Collins has recommended the dismissal of 
No. 19367, Pratt & Lambert, Inc., vs. Pennsylvania et al., on a 
finding that rates on fin cans and tin pails, in straight and mixed 
carloads, from Cleveland, O., to Black Rock, N. Y., are not un- 
reasonable. 


WROUGHT IRON PIPE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John Davey, in No. 19079, 
Julian Petroleum Corp. vs. Santa Fe et al., as to the rates and 
charges on wrought pipe, carloads, from McKeesport, Pa., and 
South Lorain, O., to Norwalk, Cailf., diverted in transit to 
Moneta, Calif. He said the rates were unreasonable to the ex- 
tent they exceeded $1.34 from McKeesport and $1.29 from South 
Lorain. 


ICE CHARGES APPLICABLE 

Examiner J. H. Smith has recommended the dismissal of 
No. 19719, Gage Baldwin Co. vs. Northern Pacific, on a finding 
that the charge collected for removing ice at Kansas City, Mo., 
from bunkers of a car containing a shipment of vegetables 
originating at Los Angeles, Calif., and destined to Duluth, Minn., 
in 1925, was applicable. The complaint alleged that the charge 
collected was in violation of section 6. 


BRASS AND COPPER RATES 


Examiner J. P. McGrath has recommended the dismissal of 
No. 19612, Federated Metals Corporation vs. Pennsylvania et al., 
on a finding that rates on brass and copper pigs, slabs, ingots, 
and scrap between East Liberty (Pittsburgh, Pa.), on the one 
hand, and Rome, Syracuse, Utica, Schenectady and New York, 
N. Y., and Philadelphia, Pa., and Baltimore, Md., on the other, 
are not unreasonable or otherwise unlawful. 


RATES ON HOGS 

Examiner J. H. Smith, in No. 19339, Armour & Co. et al. vs. 
Burlington et al., and a sub number thereunder, Same vs. Same, 
has recommended that the Commission find that the rates 
charged on hogs in double deck carloads from Sioux City, Ia., 
to Oklahoma City, Okla., and North Fort Worth, Tex., between 
June 4, 1924, and March 20, 1925, and between December 8, 1923, 
and February 12, 1925, and to North Fort Worth, were applicable 
but unreasonable to the extent that the rate to Oklahoma City 
exceeded 52.5 cents and to North Fort Worth, 60 cents. The 
complaint alleged the rates were unreasonable and inapplicable. 


LUMBER WAS MISROUTED 

Examiner Philip S. Peyser, in No. 19872, King Lumber Co. 
vs. Louisville & Nashville et al., said the Commission should 
find that the applicable rate had been charged on a carload of 
lumber from Linden, Ala., to Marion, Ind., reconsigned at Marion, 
Ohio, but that the shipment was misrouted and award repara- 
tion. The complaint alleged the rate inapplicable and unreason- 
able. Charges were collected at a rate of 43 cents from Marion 
and 18 cents beyond. Complainants contended that the ap- 
plicable rate was 42.5 cents. The reconsigning tariff of the 
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Pennsylvania provided that the lowest combination over the 
route of movement via the reconsigning point should apply. The 
examiner said that the lowest combination was 43 cents and 
that the Pennsylvania misrouted the shipment from Marion, 
Ohio, and that reparation should be awarded down to the com- 
bination that would have applied had the shipment moved via 
Van Wert, Ohio, and Fort Wayne, Ind. 


BURLAP BAG RATE 


A finding-of unreasonableness and award of reparation have 
been proposed by Examiner F. D. Binkley in No. 19821, Dan W. 
Feitel Bag Company, Ltd., vs. Illinois Central et al., as to a class 
rate charged on a carload of second hand burlap bags from 
Turck, Kans., to New Orleans, in December, 1924. The exam- 
iner said a rate of $1.07 should be found unreasonable to the 
extent it exceeded 70.5 cents. 


CORN HERRING RATE 

Examiner J. Edgar Smith, in No. 19312, Munn, Griffin & Co. 
vs. Atlantic Coast Line, said the Commission should find that a 
shipment of corn herrings from Norfolk, Va., to Rocky Mount, 
N. C., in April, 1923, was overcharged to the extent the first 
class rate assessed was Over and above the fifth class rate of 
46 cents and award reparation. The billing on the shipment 
was changed by the Southern Freight Inspection Bureau, from 
“new corned herrings” to “fresh struck herrings, N.O.I.B.N.” 
Smith said that the fish involved in this case bore little resem- 
blance to fresh fish, none to dried fish and that pickled fish did 
not move in open barrels with burlap covers as was the fact in 
this case. He said that corned fish constituted a well known 
article of commerce and that this shipment was entitled to the 
fifth class rate established by an exception to the classification 
claimed by the complainant. 


WROUGHT IRON PIPE RATES 


Examiner P. F. Mackey, in No. 19269, Diamond Pipe & 
Supply Company, Inc., vs. Santa Fe et al., said the Commission 
should find unreasonable the rates charged on wrought iron 
pipe from Oilton, Okla., to Holliday, Tex., Breckenridge, Tex., 
to Achille, Okla., and Wichita Falls, Tex., to Duncan, Okla., to 
the extent they exceeded 37 cents from Oilton, 39 cents from 
Breckenridge and 21 cents from Wichita Falls. He said repa- 
ration should be awarded to the basis of the rates mentioned 


BRAIDED COTTON TWINE RATE 


Examiner R. J. Olentine in No, 19839, Fall River Chamber 
of commerce, on behalf of the Heywood Narrow Fabric Co. et 
al. vs. New England Steamship Co., has recommended that the 
Commission find unreasonable but not otherwise unlawful an 
any-quantity rate for all-water transportation of braided cotton 
twine from Fall River, Mass., to New York, N. Y., to the extent 
it exceeded, exceeds or may exceed 24 cents, and award repara- 
tion. The complaint alleged that the rate was unreasonable, un- 
duly prejudicial to braided cotton twine and unduly preferential 
of shippers of other cotton products. The complaint sought a 
rate of 24 cents. A first class rate of 66.5 cents was charged. 
The complainant showed that the steamship company contem- 
poraneously maintained an any-quantity commodity rate of 24 
cents on other cotton goods. 


RATES ON ROOFING 
Examiner T. P. Wilson in No. 19809, ‘Pecos Valley Lumber 
Co. vs. Santa Fe et al., said the Commission should find unrea- 
sonable the rates on roofing and roofing material, carloads, from 
Chicago, Ill., to Roswell, N. M., to the extent they exceeded, ex- 
ceed or may exceed 80 cents, award reparation to that basis, and 
prescribe that rate for the future. 


STONEWARE RATES 


Examiner A. E. Later has proposed the dismissal of No. 
19945, John Magnus & Co. vs. Pennsylvania et al., on a finding 
that the rates applied on stoneware, in carloads, from Crooks- 
ville, Ohio, to Chicago, Ill., since July 1, 1926, are not unreason- 
able or otherwise unlawful. 


CORRUGATED PAPER BOX RATES 


Examiner J. H. Smith, in No. 19457, O. B. Andrews Co. vs. 
Southern et al., said the Commission should find inapplicable the 
rates charged on two carloads of corrugated paper boxes from 
Chattanooga, Tenn., to Urbanette and Berryville, Ark., find the 
applicable rates unreasonable, prescribe new ones and award 
reparation. He said the Commission should further find ap- 
plicable, but unreasonable, the rate charged on one carload of 
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such boxes, from Chattanooga, Tenn., to Gilbert, Ark., prescribe 
a new one and award reparation. As to shipments to Urbanette 
and Berryville he said the applicable rates were 72 cents to 
Urbanette and $1.04 to Berryville and that the applicable rates 
were, are and for the future would be unreasonable to the 
extent they exceeded, exceed or might exceed 49.5 cents. 


CHECKER AND DOMINO RATINGS 


Examiner J. H. Smith, in No. 19241, Embossing Company vs. 
Ann Arbor et al., said the Commission should find unreasonable 
the carload rating on checkers and dominoes in Official and 
Southern Classification territories to the extent they exceeded 
or may exceed third class, minimum 24,000 pounds. He said 
other ratings on checkers and dominoes and ratings on solid toy 
blocks in Official and Southern and Western Classifications 
should be found not unreasonable. Further, he said ratings on 
checkers and dominoes and solid toy blocks in Official, Southren 
and Western Classifications should be found not unjustly dis- 
criminatory or unduly prejudicial. 


TEXTILE MACHINE SPOOL RATE 


Examiner John Davey has recommended the dismissal of No. 
19860, Schwarzenback Huber Co. vs. Pennsylvania, on a finding 
that the rate and rating on textile machine spools, in less than 
carloads, from Jersey City, N. J., to Blairsville, Pa., are not 
unreasonable or otherwise unlawful. 


PLASTER RATE CASES 


Attorney-Examiney R. N. Trezise, in No. 18693, Standard 
Gypsum Co. vs. Union Pacific et al., and No. 18909, Pacific Port- 


land Cement Co., Consolidated, vs. Western Pacific et al., said the- 


Commission should dismiss the title complaint on a finding that 
the rate on plaster, in carloads, from Seattle, Wash., to destina- 
tions in Oregon and other western states are not unreasonable, 
unjustly discriminatory or unduly prejudicial. 

As to the other complaint, he said, the Commission should 
find rates and charges on plaster and plaster products in straight 
or mixed carloads, from Gerlach, Nev., to destinations in Wash- 
ington and Oregon unduly prejudicial to the advantage of plaster 
plants in Montana and Utah, award reparation and prescribe a 
new basis of rates. Trezise said the rates from Gerlach should 
be found unduly prejudicial to the extent they exceeded, exceed 
or may exceed those contemporaneously maintained on like 
traffic from producing plants on defendants’ lines in Montana and 
Utah to the same destination. The attorney-examiner said the 
Commission should award reparation in the amount of the dif- 
ference between the charges paid and those that would have 
accrued at the rates and charges contemporaneously applicable 
from producing points on defendants’ lines in Montana and Utah 
to the same destinations. The examiner said that should the 
defendants correct the undue prejudice by a change in the rates 
from Montana and Utah points, the present relationship with 
the rates from Wyoming and Colorado producing points should 
be maintained between those respective points. These com- 
plaints were jointly heard with the Department of Public Works, 
state of Washington. 


ONION SHIPMENT UNDERCHARGED : 


Examiner Paul A. Colvin has recommended the dismissal o 
No. 19731, Omar Leach vs. Santa Fe et al., on a finding that 
the rate charged on a carload of onions from Eagle Pass, Tex., 
to Roswell, N. M., in May, 1925, was not unreasonable. Colvin 
found that the shipment was undercharged. The complainant 
alleged that by reason of the misrouting he was charged an un- 
reasonable rate. Charges were collected on a rate of $1.27. 
Defendants said that the correct rate was $1.365 but Colvin 
said the applicable rate was $1.415, and that an undercharge 
existed in the amount of the difference between the charges 
paid and those which would have accrued at the applicable 
rate. Complainant, the examiner said, asserted that a rate of 
94 cents applied over an available route and sought reparation 
to that basis. Colvin said no authority could be found for a 
rate of 94 cents. 

Complainant, the examiner said, contended that as it made 
no request for special routings and had no control over the acts of 
the defendants’ agent in routing the shipment, the rate charged 
was unreasonable to the extent that it exceeded the rate ap- 
plicable over the cheaper route. As to that proposition, Colvin 
said, that, in the absence of fraud or imposition, neither of 
which had been shown, the shipper by his acceptance of the 
routing designated by the carrier adopted that route as ‘his 
own, and that the shipment could not be considered as having 
been misrouted. In support of that the examiner cited Peppard 
Seed Company vs. A. T. & S. F., 113 I. GC. C. 309. 


PORT ARTHUR EQUALIZATION 


In a proposed report on No. 16000, Port Arthur Chamber of 
Commerce and Shipping vs. Aberdeen & Rockfish et al., Examiner 
Burton Fuller has recommended that the Commission find 
unreasonable and unduly prejudicial certain carload rates for 
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movement in interstate and foreign commerce of grain and 
grain products, cotton and lumber to Port Arthur, Tex., and 
of other commodities from and to Port Arthur and the con- 
centration privileges in connection with the rates on cotton to 
and through Port Arthur. He has recommended a basis for 
rates and concentration privileges. 

In its complaint the Port Arthur Chamber of Commerce 
and Shipping assailed as unreasonable and unduly prejudicial 
to Port Arthur, and unduly preferential of the other Texas 
ports, namely, Galveston, Texas City, Houston, Beaumont and 
Orange and of the ports of New Orleans and Mobile, export 
rates to Port Arthur on grain and grain products from desig- 
nated origins in Missouri, Kansas, Nebraska, Oklahoma, Colo- 
rado, Wyoming and New Mexico; export rates to Port Arthur 
on cotton from points in Louisiana, Arkansas, Mississippi, 
Oklahoma, Missouri, Kansas, New Mexico and Texas, and the 
concentration privileges in connection with the rates on cot- 
ton from the same points of origin to and through Port Ar- 
thur; rates on lumber to Port Arthur from points in Louisiana 
and Texas for export and for coastwise movement to inter- 
state destination; the rates to Port Arthur on various miscel- 
laneous commodities from transcontinental origin points and 
from origin points in Texas for export or coastwise move- 
ment; the rates from Port Arthur to Texas destination in 
connection with import or coastwise movement from inter- 
state points; and the failure of the defendants to publish rail 
and water rates between Atlantic seaboard territory and in- 
terior eastern points, on the one hand, and destinations in 
Texas, Louisiana, Oklahoma, jArkansas, Missouri, Colorado, 
Iowa, Kansas and Nebraska, on the other, by way of Port 
Arthur. 

Interventions in behalf of the complaint were filed by the 
Chamber of Commerce, Cotton Exchange and Board of Trade 
of Galveston, the Bodrd of Trade of Texas City, the Chamber 
of Commerce of Orange, the Chamber of Commerce of Port 
Neches, Tex., and the Association of Commerce of Lake 
Charles, La. The Beaumont Chamber of Commerce inter- 
vened in support of the complaint except as to the rates on 
lumber. The examiner said the interveners asked for affirma- 
tive relief, but he said it was manifest that such relief was 
not possible under the issues raised by the complaint. Hous- 
ton organizations intervened in opposition to the complaint. 
The Joint Traffic Bureau of New Orleans also intervened. 

The Kansas City Southern and its subsidiary, Texarkana 
& Fort Smith, although named as defendants also appeared in 
support of the complaint, Examiner Fuller said. Port Arthur 
is served by the Texarkana & Fort Smith, the corporate name 
of the Texas part of the Kansas City Southern and by the 
Texas & New Orleans, one of the entities of the Southern 
Pacific system. Fuller said many steamship lines served Port 
Arthur but maintained no regular service to and from that 
port. Oil moving to or from the refineries comprised approx- 
imately 90 per cent of the inbound and outbound tonnage 
loaded on or discharged from vessels at Port Arthur in the 
year ended June 30, 1922. With the exception of oil, he said, 
the present general cargo tonnage moving through Port Ar- 
pend was very little in excess of that which moved in 1889 or 


At the hearing and on brief, Fuller said, complainant 
asked that the relief sought be granted pursuant to that part 
of section 500 of the transportation act declaring it to be the 
policy of Congress to promote, encourage and develop water 
transportation and to foster and preserve in full vigor both 
water and rail transportation. The Kansas City Southern, 
the examiner said, also pointed to section 500 and said that it 
had invested large amounts of money in creating artificial 
facilities and advantages where none existed before. He said 
it particularly emphasized the fact that Houston had been 
placed in a position to compete with the other ports by virtue 
of its ship channel developed largely at public expense. 


Complainant sought, said Fuller, some expression from the 
Commission in this proceeding which would indicate to the 
southwestern defendants the desirability in joining in rail and 
water rates between Southwestern territory and the Atlantic 
seaboard via Port Arthur when regular steamer service to and 
from that port was resumed, of which Port Arthur was hopeful. 
In conclusion, Fuller said: 


The Commission should find: (1) that the rates assailed on grain 
and grain products, in carloads, to Port Arthur from origins on the 
Santa Fe and its short-line connection, the Garden City Western Rail- 
way, in Nebraska, Kansas, and Oklahoma are, and for the future 
will be unreasonable and unduly prejudicial to the extent that they 
exceed or may exceed the corresponding rates to Galveston and Hous- 
ton, Tex., by more than 2.5 cents; (2) that the other rates assailed 
on grain and grain products, in carloads, are unreasonable and un- 
duly prejudicial to the extent that they exceed or may exceed the 
corresponding rates to Galveston and Houston; (3) that the rates 
assailed on cotton, in carloads, to Port Arthur from origins in Ark- 
ansas, Louisiana Mississippi, Missouri, Kansas, Oklahoma, and New 
Mexico are, and for the future will be, unreasonable and unduly 
prejudicial to the extent that they exceed or may exceed corresponding 
rates to Galveston and Houston; (4) that the rates on cotton, in car- 
loads, to Port Arthur from Texas points are, and for the future 
will be, unreasonable and unduly presomenat to the extent that they 
are relatively higher, distance considered, than the corresponding 
rates to Galveston and Houston; (5) that the concentration privileges 
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in connection with the rates on cotton to and through Port Arthur 
are and for the future will be unduly prejudicial to the extent that 
they are less favorable than those maintained in connection with 
the rates on like traffic to and through Galveston and Houston, ex- 
cept where the movement to or through Port Arthur involves a 
a back haul; (6) that the rates assailed on lumber, in carloads, to 
Port Arthur are not unreasonable but are and for the future will be 
unduly prejudicial to the extent that they exceed or may exceed 
the corresponding rates to Orange, Tex.; (7) that the rate assailed 
on charcoal, or spent bone black, in carloads, is, and for the future 
will be, unreasonable and unduly prejudicial to the extent that it 
exceeds or may exceed the corresponding rate to Galveston, Houston, 
and Texas City, Tex., by more than 6 cents; (8) that the rate on rice 
flour, in carloads, from Port Arthur to Galveston and Texas City 
is, and for the future will be, unreasonable and unduly prejudicial 
to the extent it exceeds or may exceed the rate maintained on like 
traffic in the reverse direction; (9) that the rates assailed on bags and 
bagging, box lumber and shooks, flour and articles taking the same 
rates, and ore and ore products are not unreasonable or unduly 
prejudicial; (10) that the rates assailed on clean, rough, or brewer’s 
rice and railway brake shoes, wheels and axles to Port Arthur are, 
and for the future will be unreasonable and unduly prejudicial to 
the extent that they exceed or may exceed the corresponding rates to 
Beaumont and Orange, Tex.; and (11) that the rates assailed on the 
other miscellaneouns commodities to Port Arthur are, and for the 
future will be, unreasonable and unduly at to the extent that 
they exceed or may exceed the corresponding rates to the other Texas 
ports named in the above findings. 

It is understood that the elevation charge at Port Arthur will not 
-, absorbed out of the rates on grain established as the result of 
this case. 

As to section 15 (4) of the act, in forming through routes over 
two or more carriers one of them at least must in most instances 
be short-hauled. Where none of them consents thereto, the inter- 
pretation. urged by certain of the defendants would be to render 
nugatory the power of the Commission to prescribe joint rates. It 
may be that under a literal interpretation of section 15 (4) the 
Commission has no power under section 15 to establish a route which 
would short-haul the connecting line, United States vs. U. P. R. R. Co., 
28 I. C. C. 518, but certainly such a limitation does not apply where 
the Commission finds that the failure and refusal to establish the 
through route is unreasonable or unduly prejudicial under sections 1 
or 3. Chicago Lake Shore & S. B. Ry. Co. vs. Director, 58 I. C. C. 
647. The specific question of whether the Kansas City Southern may 
properly insist on a line haul between Port Arthur and Beaumont 
on traffic interchanged with the Southern Pacific is now before the 
Commission in No. 11889, Port Arthur Chamber of Commerce vs. T. 
ar. &. By. Co. 3 ic € , how pending on further hearing. 
By following where applicable the final decision in that case, and 
in other instances, the well settled principle that if a carrier has 
traffic in its possession it should be allowed to handle it by its own 
line as far as it can unless the public interest would suffer thereby, 
defendants should have no difficulty in agreeing upon the routes in 
connection with the joint rates to be established to Port Arthur’pur- 
suant the findings herein. 

In Consolidated Southwestern Cases, 123 I. C. C. 203, the Com- 
mission prescribed through ocean-rail rates via Gulf and _ south 
Atlantic ports between southwestern points on the one hand, and 
north Atlantic ports and interior points in trunk-line territory and 
eastern defined territory, on the other. The Commission, of course, 
can make no finding in this proceeding with respect to such rates 
via Port Arthur as there is at present no regular steamer service 
between the latter and the north Atlantic ports. In case such service 
should be resumed, the carriers should establish ocean-rail rates via 
Port Arthur, in line with the principles laid down in the Consolidated 
Southwestern Cases. In the event complainant and-the carriers are 
unable to agree as to the basis for such rates, the matter may again 
be brought to our attention. 


PROPOSED REPORT INNOVATION 


The first fruit of the innovation in the routine of proposed 
reports, introduced by Attorney-Examiner Hagerty and Exam- 
iner Clifford (see Traffic World, November 19, p. 1152), was 
gathered December 19 when the Commission announced the dis- 
missal of No. 19937, Hudson Manufacturing Company vs. C. St. 
P. M. & O., at the request of the complainant. That was one of 
the cases in which Hagerty placed a proposed report in the 
record at the clase of the hearing at Minneapolis, November 10. 
Hagerty recommended dismissal on the ground that the testi- 
mony did not show the assailed charges on barn equipment were 
unreasonable. 

The idea back of the proposed routine in respect of cases of 
relatively simple propositions is the saving of time. The record 
in this case shows that the complaint was filed July 27, 1927, 
heard on November 10, and dismissed on December 12. The dis- 
missal order was so dated but not given to the public until De- 
cember 19, the week intervening being the time needed for the 
order of the Commission to be put in shape for promulgation. 


NICKEL PLATE FINANCING 


With Commission Eastman dissenting, because no public 
hearing was held, the Commission, by division 4, in finance No. 
6570, note of New York, Chicago & St. Louis, has authvurized 
that company to issue a promissory note for $2,000,000 and sell 
it for par. 

A statement filed by the applicant, the report says, shows 
the company will need cash to meet its requirements to May 
31, 1928, for the following purposes: To pay voucher checks 
in the hands of the treasurer on September 30, 1927, principal 
and sinking fund payments, interest and dividends; to make 
expenditures for freight terminals, grade eliminations, new con- 
struction, additions and betterments; and to maintain the work- 
ing capital. Included in these requirements, the report says, 
are projects necessitating expenditures in excess of $4,500,000 
for capital purposes. 

The application was for authority to make a six months’ 
note and to issue a new note in payment or renewal thereof, 
in whole or in part, as might be necessary. 
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The Commission looked into the necessities of the applicant. 
It found, among other things, that $7,100,000 was taken from 
the balance of $8,460,285, as of September 30, 1927, in making 
payments for Wheeling & Lake Erie stock, by means of two 
promissory notes, one for $5,000,000 and the other for $2,100,000, 
the date on the notes being February 7, 1928, the date on which 
settlement for Wheeling & Lake Erie stock was made. 

The Commission said that the balance sheet of the company 
showed that the applicant had practically no quick assets under 
“other investments” which could be converted into cash and 
that a comparison of investment in affiliated companies with 
that same item in the annual report for 1926 revealed a de- 
crease of nearly $7,000,000 in such investments “notwithstanding 
the acquisition since the latter date (December 31, 1926) of the 
stock of the Wheeling & Lake Erie.” 

From that resume of the accounts of the applicant, the 
Commission said it appeared that the inability of the applicant 
to issue short term notes to the amount now proposed was due 
“to the issue of such notes in connection with the acquisition 
of the securities of another carrier, assets which presumably are 
not now available for conversion into cash to meet the appli- 
cant’s current needs.” In conclusion, the Commission said: 


The balance sheet mentoned shows that the applicant holds un- 
pledged $15,798,066 of common stock and 1,424 of cumulative pre- 
ferred stock, series A, which, under the terms and conditions of 
our certificate and order of June 18, 1923, may be sold by the applicant 
without our further order and the proceeds used for capital pur- 
poses. While the applicant represents that the issue now proposed 
is necessary in order to replenish its treasury, it shows no reason 
why the treasury stock may not be converted into cash. In granting 
the authority requested, we shall expect the applicant to take im- 
mediate steps to place its finances on such basis that it will not be 
necessary for it to renew the proposed note. 


Commissioner Eastman, in his dissent, said: 


No public hearing has been held in this case. It seems to me 
that before approving the issue of the promissory note in question 
such a hearing should be held in order that there may be developed 
fully and of record the circumstances leading ~ to the alleged 
shortage of working capital and the necessity, if it exists, for the 
proposed method of financing which the majority sanctions although 
indicating its disapproval. 


P. & L. E. STOCK DIVIDEND 


With Commissioner Eastman noting, but not explaining, 
his dissent, the Commission, by division 4, in finance No. 6579, 
has authorized the Pittsburgh & Lake Erie to issue $7,197,100 
of capital stock to be distributed as a dividend among its stock- 
holders. Under its charter, the Commission’s report says, the 
applicant is authorized to issue $50,000,000 of capital stock. Its 
issue thus far has been $35,985,600. The issue will be in $50 
shares and scrip certificates for amounts less than one share. 
The scrip certificates will be good for exchange for stock cer- 
tificates up to the end of 1928. 

The Commission, in authorizing the issue of the dividend 
stock, said the record showed that the applicant had a large 
uncapitalized surplus; that the capitalization after the proposed 
stock dividend would be much less than the investment in road 
and equipment alone, and that its remaining uncapitalized sur- 
plus would be sufficient for the purpose for which a surplus 
should be accumulated. 

As of July 31, 1927, the report said, investment in road and 
equipment was $71,536,908.58; accrued depreciation, equipment, 
$10,010,989.29, leaving a net investment in road and equipment 
of $61,525,919.38; capital stock, $35,985,600; equipment obliga- 
tions, $3,641,316.18; mortgage bonds, $4,000,000; total capital- 
ization, $43,626,916.18; excess of investment in road and equip- 
ment over capitalization, $17,899,003.20. 


CONNELSVILLE EXTENSION 


The Pittsburgh & West Virginia has filed a brief in support 
of its application in finance No. 6229, for authority to construct 
the so-called Connellsville extension from a point near Cochran’s 
Mill in Allegheny county, Pa., to Connellsville, Fayette county, 
Pa. 

“In the regular way this applicant has sought from the Com- 
mission the necessary authority to build 38 miles of railroad in 
order to connect its line with that of the Western Maryland 
and thus realize a dream of its founders and put itself in a 
position to render better service to the public,” said the ap- 
plicant, adding that no public authority had opposed the appli- 
cation and that it had been supported by several chambers of 
commerce and other civic bodies and by industries and com- 
munities along the proposed route. 

“The only opposition to the plan has come from certain 
railroads,” continued the applicant. “While the Pittsburgh & 
Lake Erie is directly concerned, the New York Central has 
expressly stated that it did not propose to interpose any object- 
tion to the granting of the application. The Pennsylvania filed 
an intervention, but took a minor part in the proceedings. On 
the other hand, the Nickel Plate, having no direct interest in 
the matter, and the Baltimore & Ohio, a keen competitor, bit- 
terly opposed the application, going to unheard of lengths in 
a construction case to ‘help’ the Commission by throwing up 
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a sand screen and trying to bury the application under a mass 
of detail and distorted statements. The Nickel Plate seeks to 
justify its interposition on the ground that it has a large in- 
vestment in the Wheeling & Lake Erie stock, which it thinks 
will be adversely affected by more freight being shipped over 
that road! The Baltimore & Ohio claims only to be acting 
altruistically, to prevent the wasteful expenditure of funds and 
the bankruptcy of the spenders, the while being not only the 
owner of a large amount of stock of the Wheeling & Lake Erie, 
but also of a controlling interest in the Western Maryland, for 
which it has plans that do not fit in with cooperation by the 
Western Maryland with the applicant in the formation of a 
competitive through route from coast to lakes and westward. 
Thus the applicant finds itself opposed by those who control the 
railroads at both its eastern and western end. Is it rational to 
believe that such interested parties are truly acting here in the 
guise of amici curiae?” 

The Baltimore & Ohio, as intervener, in a brief of 192 pages, 
said the applicant had no corporate power to build the extension; 
that the extension was conceived solely in the interest of the 
applicant; that the Baltimore & Ohio estimate of cost of con- 
struction was $24,000,000, as against other estimates of from 
$12,000,000 to $15,000,000; that the extension would create no 
new business nor serve any need between Cochran’s Mill and 
Connellsville except possibly as to traffic at Monessen, Donora, 
and Allenport, each of which was now served by either the 
Pennsylvania or the Pittsburgh & Lake Erie; that the only busi- 
ness claimed for the extension was diverted through business 
now handled by other railroads, all of which were capable of 
handling much greater tonnage, etc. It said the applicant’s 
proposal was not only devoid of any real public interest, but 
presented a proposition affirmatively harmful, and that the cer- 
tificate requested should not be issued. 

The New York, Chicago & St. Louis, intervener, in a 95-page 
brief, said existing facilities were adequate; that all suggested 
improvements or advantages in service might be effected by the 
proper cooperative use of existing facilities; that the additional 
facilities proposed would be inadequate to perform the service 
contemplated; that the construction and operation of the pro- 
posed extension would impose unnecessary and uncompensated 
costs upon the hational transportation system, and that the con- 
struction and operation of the proposed extension would seriously 
threaten the ability of applicant to continue the dividends cur- 
rently paid on its capital stock. It said the application should 
be denied. 

The Pennsylvania Railroad Compdny, intervener, in a 79-page 
brief, said that the application should be either dismissed, for 
lack of corporate power to build the line, or denied, for failure 
of the applicant to show public necessity. It said the testimony 
wholly failed to show public necessity for a new line to handle 
the traffic now moving over existing lines of railroad. 


FINANCE APPLICATIONS 


Finance No. 6636. St. Louis, Brownsville & Mexico asks au- 
thority to assume obligation and liability as assignee of an agree- 
ment and lease of certain railroad equipment under which the 
New Orleans, Texas & Mexico, heretofore issued and sold, under 
authority of the Commission in finance No. 6203, $930,000 of equip- 
ment trust certificates to Freeman & Co. at 98.666 per cent of the 
principal amount and accrued dividends. 

Finance No. 6637. Central Pacific and Southern Pacific ask 
authority to acquire the rights-of-way, properties and franchise 
of the Union Belt Railway of Oakland, Calif., being a line less 
than a mile long connecting at both ends with the tracks of 
applicants. 

Finance No. 6638. Chester & Mt. Vernon Railroad Co. asks au- 
thority to acquire and operate a line of railroad extending from 
Menard to Mt. Vernon, Ill., a distance of approximately 65 miles, with 
about 10 miles of sidings, now owned by the Wabash, Chester & | 
Western, and to issue $400,000 of first mortgage 6 per cent bonds and | 
2,500 shares of stock of par value of $100 a share, to finance the pro- | 
posed acquisition. 

Finance No. 6639. Missouri Pacific asks authority to acquire con- 
trol of the Chester & Mt. Vernon by a lease under paragraph 2 of 
section 5 of the interstate commerce act. 


SHIPSIDE COTTON RATES 


The Commission has vacated its order of suspension in I. 
and S. No. 2948, cotton and cotton linters from the southwest 
to gulf ports, and discontinued the proceeding because the fed- 
eral court in Texas which enjoined its orders in the formal 
docket cases in compliance with which the suspended schedules 
were filed, has dissolved its injunction. The formal docket cases 
were No. 11965, Galveston Commercial Association vs. A. & V., 
77 I. C. C. 388; No. 18991, Weatherford, Crump & Co. vs. A. & 
S., 100 I. C. C. 159; and No. 14940, Application of Rates on Cot- 
ton to Gulf Ports, 123 I. C. C. 685. The orders in those cases 
were enjoined, temporarily, in Alexander Sprunt & Son, Inc., et 
al. vs. United States and Interstate Commerce Commission, and 
Texas & New Orleans et al. vs. Same. 

The formal docket cases have to do with the rates to the 
so-called up-town and water front compresses at the Texas gulf 
ports. The latter claimed that when the Commission made the 
rates on cotton higher to their points of receipt than to the up- 
town houses it was depriving them of the benefit of their loca- 
tion and of their property without due process of law. 

When the temporary injunction was issued the Commission 
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suspended the schedules which the carriers had filed in compli- 
ance with its orders in the formal docket cases. The suspension 
was from July 15, 1927, to February 16, 1928. The Commission 
merely sought the postponemenf of the effective date of the 
schedules by means of that order. It had already given its opin- 
ion as to how the rates should be made, so now the suspension 
order has been vacated, as of December 19, to the end that the 
rate adjustment ordered in the formal cases may go into effect. 
While the injunction was in effect most of the crop the water 
front houses desired to move on the old rates, it is understood, 
was moved. 


UNCONTESTED FINANCE CASES 


Finance No. 6619. Central of New Jersey authorized to issue 
$5,000,000 of general mortgage 4 per cent bonds and sell them at not 
less than 96 the proceeds to be used to redeem $4,987,000 of the 
bonds of the American Dock & Improvement Co. on which the appli- 
cant is guarantor, and to reimburse the applicant’s treasury for 
capital expenditures. 


Finance No. 6601. Missouri Pacific in Nebraska, authorized to 


issue $2,276,500 of first mortgage 5 per cent gold bonds to be de- 
livered to the Missouri Pacific Railroad Co. in reimbursement of an 
equal amount of advances made and to be made by it to the applicant. 

Finance No. 6597. Gulf, Colorado & Santa Fe authorized to acquire 
the Texas & Gulf by lease. 

Finance No. 6607, W. H. Bremner, receiver of the Minneapolis 
y St. Louis, authorized to issue $375,000 of receiver’s certificates 
to renew or extend certificates of like amount, maturing in Decem- 
ber, 1927, and January and February, 1928. 

Finance No. 637i. Commission’s order of July 9, 1927, 124 
I. C. C. 762, modified so as to show specifically that eleven loco- 
motive tenders ordered by the Erie after the issuance of the 
order authorizing that company to assume obligation and liability 
in respect of equipment trust certificates. 


COMMISSION ORDERS 


No. 20213, J. Flaxman Iron Co. vs. Chicago & Eastern IIli- 
nois. Complaint having been satisfied, same is dismissed. 

No. 19926, Advance-Rumeley Thresher Co., Inc., et al. vs. 
Alabama & Vicksburg et al. The Dallas (Texas) Chamber of 
Commerce permitted to intervene. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al. Effective date of order entered herein under 
date of October 24, 1927, has been postponed to April 3, 1928. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Teminal et al. The Chamber of Commerce of Fargo, 
N. D., permitted to intervene. 

No. 20175, York Haven Paper Co. vs. Erie et al. Complaint 
therein dismissed upon complainant’s. request. 

No. 20170, The National Sash and Door Co. et al. vs. Santa 
Fe et al. Board of Railroad Commissioners of State of South 
Dakota permitted to intervene. 

No. 20003, The Colorado and New Mexico Coal Operators’ 
Assn. vs. Burlington et al. Southern Wyoming Coal Operators’ 
Assn. permitted to intervene. 

No. 20269, F. J. Lewis Manufacturing Co. vs. Alton & East- 
ern et al. Complaint dismissed upon complainant’s request. 

No. 17639, Meichiorre Trombetta vs. Florida East Coast et 
al. Order herein under date of November 10, has been vacated, 
and proceeding reopened for further hearing at such times and 
places as Commission may hereafter direct. 

No. 16796, McClintock-Trunkey Co. et al. vs. McCormick 
Steamship Co. et al. and No. 17562, Board of Railroad Commis- 
sioners of State of Montana on behalf of Missoula Mercantile 
Co. vs. Bay Transport Co. etal. Complainants’ petition for rehear- 
ing, reargument and reconsideration in No. 16796 denied; No. 
16796, reopened for further hearing in connection with Investiga- 
tion and Suspension Docket 3019, sugar from California to Port- 
land and East Portland, Ore.; and No. 17562, reopened for fur- 
ther hearing in connection with said I. and S. 3019, and I. and S. 
3020, canned goods between points in Calffornia, Oregon, Wash- 
ington, Idaho and Montana. 


No. 19166, Hoboken Manufacturers’ Railroad vs. Aberdeen 
——— et al. Complaint having been satisfied, same is dis- 
missed. 

No. 16115, Northeast Mississippi Traffic Bureau vs. Alabama 
& Vicksburg et al. Complainant’s petition for rehearing or re- 
consideration and oral argument, denied. 

No. 16074, Crescent Bed Co. vs. Alabama & Vicksburg et al. 
Defendants’ petition for réopening and consolidation with No. 
18323, Investigation of Rates on Furniture, denied. 

No. 17287, American Window Glass Co. vs. Santa Fe et al. 
Complainant’s petition for oral argument denied, in view of 
action of division 3 in reopening the case for further hearing. 

No. 17138, the Virginia Cellulose Co., Inc., vs. Norfolk & 
Western et al., and No. 17809, F. H. Glarner & Co., Inc., vs. 
Southern et al. These proceedings reopened for further con- 
sideration. 

No. 17287, American Window Glass Co. vs. Santa Fe et al. 
This proceeding reopened for further hearing, at such time and 
place as the Commission may hereafter direct, in connection 
with hearing in 20170, the National Sash & Door Co. et al. vs. 
Santa Fe et al. 

No. 15515, Mobile Chamber of Commerce and Business 
League vs. Alabama & Vicksburg et al.; No. 15287, Traffic Bu- 
reau of Nashville vs. Louisville & Nashville et al.; and No. 
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17003, Florence Chamber of Commerce vs. Alabama Great South- 
ern et al. Order entered in these proceedings on June 28, 1927, 
which was by its terms made effective September 6, 1927, as 
subsequently modified, has been further modified so that it will 
become effective on April 3, 1928, upon not less than 45 days’ 
notice to the Commission and general public. 

No. 13413, in the matter of automatic train control devices. 
Petition of New Haven for an extension of time for compliance 
with the order of January 14, 1924, from December 31, 1927, to 
June 30, 1928, granted. 

No. I. and S. 2414, salt between western and southwestern 
points; No. 17011, American Salt Co. et al. vs. Abilene & Southern 
et al.; No. 17070, Armour & Co. et al. vs. Santa Fe et al.; No. 
17218, Wilson & Co., Inc., of Okla., vs. Rock Island et al.; No. 
17347, Tulsa Traffic Assn. et al. vs. Santa Fe et al.; No. 17428, 
Oklahoma Traffic Assn. et al. vs. Arkansas Valley Interurban 
et al., and Fourth Section Application No. 698 et al. Defendants’ 
and respondents’ petition to vacate and set aside the orders 
entered in these proceedings denying the petition of defendants 
and respondents for rehearing therein, and upon further con- 
sideration of the record in aforesaid proceedings, denied. 

No. 15299, Hannibal Shippers’ Assn. vs. Santa Fe et al. 
Complainant’s petition for rehearing and/or reargument denied. 

No. 18968, Schuylkill Railway et al. vs. Reading Co. Motion 
of defendant to dismiss has been dismissed without prejudice 
to its renewal upon final submission of this proceeding. 

No. 15230, E. Rauh & Sons Fertilizer Co. vs. Akron, Canton 
& Youngstown et al. Defendants’ petition for reargument and 
for postponement of effective date of order therein, and further 
consideration of record therein, denied. 

No. 17432, Marion M. Carnes vs. Santa Fe et al. This pro- 
ceeding is reopened for further hearing on all questions at such 
time and place as Commission may hereafter direct. 

No. 12798, Galveston Commercial Assn. vs. Galveston, Harris- 
burg & San Antonio et al. Order entered in this proceeding on 
June 29, 1927, has been modified so as to permit the filing and 
posting of schedules containing rates on lumber and forest 
products taking the same rates from southwestern Louisiana 
to Texas and Louisiana ports in compliance with the aforesaid 
order upon one day’s notice to Commission and general public. 

Finance No. 4992, Abandonment and construction of line by 
Louisiana Ry. & Navigation Co. Time fixed in said certificate 
and order for completion of construction of line of railroad 
therein authorized has been extended to December 31, 1928. 

The Commission has dismissed the following complaints 
upon complainants’ request: No. 16049, Harrisonville Ice and 
Creamery Co. vs. Santa Fe et al.; No. 16132, Paul Patton vs. 
Santa Fe et al.; No. 16716, C. A. Gustafson Co. vs. Kansas City 
Terminal et al.; No. 18048, and Sub. No. 1, Archer Iron and 
Metal Co. vs. Santa Fe et al.; No. 18977, J. F. Johnson Lumber 
Co. vs. Baltimore & Ohio et al.; No. 19049, Chase & Co. vs. 
Seaboard Air Line; No. 19096, Tennessee Extract Corp. vs. 
Louisville & Nashville et al.; No. 19115 (Sub. 1), St. Andrews 
Bay Lumber Co. vs. Florida East Coast; No. 19203, Western 
Asphalt Paving Corp. vs. Chicago, Milwaukee & St. Paul et al.;, 
No. 19693, Hugo Strauss Packing Co., Inc., vs. Alabama & Vicks- 
burg et al.; No. 19711, John Heald & Co., Inc., vs| Louisville & 
Nashville et al.; No. 19846, American Crate & Basket Co. vs. Union 
Pacific et al.; No. 19937, Hudson Manufacturing Co. vs. Chicago, 
St. Paul, Minneapolis & Omaha et al.; No. 20012, the Evans & 
Howard Fire Brick Co. vs. Terminal Railroad Assn. of St. Louis; 
and No. 20042, the H. C. Atkins Manufacturing Co. vs. Wabash 
et al. 

In No. 19294, Ontonagon Fiber Co. vs. Milwaukee et al.; 
No. 19416,“Salem Glass Works vs. Boston & Maine et al.; and 
No. 19935, Big Stone Canning Co. vs. Milwaukee, the complaints 
have been dismissed, same having been satisfied. 

No. 19957, Northwestern Ohio Lime Manufacturers et al. vs. 
Pennsylvania et al. The Universal Gypsum & Lime Co. permit- 
ted to intervene, 

No. 20262, Higginbotham-Bartlett Co., Inc., et al. vs. Santa 
Fe et al. Edwards Grain & Elevator Co., Farmers Grain & Ele- 
vator Co., W. T. Collins Grain Co. and Guymon Equity Exchange 
permitted to intervene. 

No. 17128, Taylor ‘Produce Co. vs. Atlantic Coast Line et al. 
and I. & S. 2521, potatoes from Southeastern and Carolina terri- 
tories to northern and western points. Effective dates of orders 
entered in these proceedings on September 29, 1926, as subse- 
quently modified, have been postponed to July 1, 1928. 

No. 13413, ‘in the matter of automatic train control devices. 
Petition filed December 14, 1927, by Central of New Jersey for 
an extension of time within which tocomply with order entered 
herein January 14, 1924, from December 31, 1927, to May 31, 
1928, has been granted. 

No. 18023, Hoewell China Corp. vs. Atlantic Coast Line et 
al, The second paragraph of the order entered in this proceed- 
ing on November 10, 1927, has been modified to read as follows: 


It is ordered, That defendants, the Pennsylvania Railroad Com- 
pany and Norfolk & Western Railway Company, be, and they are 
hereby, notified and required to cease and desist, on or before De- 
cember 31, 1927, and thereafter to abstain, from publishing, demanding 
or collecting their present rate on ground feldspar, in carloads, from 
Trenton, N. J., to Hopewell, Va. 
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EXECUTIVES DISCUSS O’FALLON 
The Trafic World New York Bureau 


The issues arising from the recent federal court decision 
on the recapture of excess earnings of the St. Louis & O’Fallon 
Railroad were discussed by about 300 railroad executives, ac- 
countants, and lawyers at the Hotel Pennsylvania December 15 
and 16. Ways and means of presenting the position of the rail- 
roads to the Commission on the depreciation order of that body 
were also discussed. 

The meeting was called by the Presidents’ Conference 
Committee on the Federal Valuation of the Railroads in the 
United States. It was presided over by Thomas W. Hulme, 
vice-chairman. It was the first session of the conference 
committee since the July meeting at French Lick Springs. 

The next step in the valuation fight is the appeal to the 
Supreme Court of the United States by the railroads against 
the decision of the federal court in favor of the Commission. 
This appeal, it is expected, will be heard at the present term 
of the court. The meeting was for the purpose of deciding on 
the strategy to be followed. 

While the conference was secret, it is understood that one 
of the chief problems was the nature of the arguments which 
the railroads are to present to the higher court in attacking 
the federal court decision. That decision is considered by rail- 
road lawyers particularly vulnerable because it is based, not on 
the physical valuation of the railroads under the valuation act, 
but on the arbitrary valuation used by the Commission for re- 
capture purposes. The Commission claimed it did not have to 
use the physical valuation in recapture proceedings, and the 
majority of the court upheld this view. The railroads will now 
attack this proceeding as arbitrary and contrary to the intent 
of the law. 

Besides the immediate implications of the O’Fallon Case, 
further general problems connected with valuation, both for pro- 
ceedings before the Commission and for court cases, were dis- 
cussed. The valuations are practically complete, though a num- 
ber of them are still of the tentative stage, involving hearings 
before the Commission before they are made final. The carriers 
are working together in connection with these proceedings be- 
cause of the import of the problems involved. 

A large part of the time was given up to the depreciation 
problem. The Commission has postponed its depreciation order 
from January 1, 1928, to January 1, 1929. Depreciation involves 
an important angle of the valuation problem. If the Commission 
succeeds in enforcing large depreciation reserves on all railroad 
property, the values of such property used in rate making and 
recapture proceedings would be reduced by that amount. 

The railroads are hoping to induce the Commission to mod- 
ify or recall its depreciation order before it becomes effective 
after the end of next year. They hope to convince the Com- 


‘mission that railroad property does not depreciate, but rather 


appreciates, though they will not insist, probably, on appreciation 
value, as such. Because of constant replacements, the claim is 
made that a railroad properly maintained through maintenance 
expenditures from income needs no further depreciation pro- 
vision. Bringing railroad valuations down to date was the chief 
topic of discussion at the second day of the meeting. 

The valuations already handed down by the Commission 
are physical inventories of railroad property as of some date, 
varying from 1914 on some properties to as late as 1923 on others. 
To bring the valuations down to date new investments are added 
at cost. 

A number of questions arise in this connection that will 
need judicial adjudication as well as further argument before 
the Commission itself. These questions were discussed. 

One of the features of the session was a report on the hear- 
ings so far held by the Commission relating to order No. 15100, 
generally known as the depreciation order. The railroads have 
put in a great deal of testimony through the medium of the 
Presidents’ Conference Committee on Valuation of the Railroads. 
Altogether, fifteen representatives of the organization who ap- 
peared before the Commission and submitted testimony made 
reports. 

Following the submission of the reports, discussion took 
place, and plans were formulated for the presentation of such 
additional testimony as may seem desirable. The representa- 
tives having this matter in charge, after submitting their re- 
ports, were instructed to continue their labors and were assured 
of such expert aid in the preparation of data as may be required. 

Leslie Craven, of Chicago, counsel for the presidents’ con- 
ference, made a statement on the status of the O’Fallon case. 
The conference took no action on this case except to listen to 
an exchange of views. Reports were received having to do 
with costs of construction. These related for the most part to 
tabulations showing the existing costs compared with pre-war 
prices. The conference will meet in about six months, possibly 
in Chicago, at the call of Vice-Chairman Hulme. 


O’FALLON RECAPTURE DECISION 


On motion of Representative Newton, of Minnesota, the 
House has ordered the opinion of the special three-judge federal 
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court in the O’Fallon recapture case printed as a House docu- 
ment. Mr. Newton first asked permission to include the opinion 
in an extension of remarks in the Congressional Record. He 
said the decision was very important and that it would have a 
good deal of effect upon future determination of valuation pro- 
ceedings under the recapture provisions. 

Representative Black, of Texas, said if the opinion were 
printed in the Congressional Record, “it will be printed in very 
fine type, so that nobody will read it. If the gentleman wants 
it to be read, it should be put in readable form.” After that, 
Mr. Newton asked that the opinion be printed as a document. 

Representative Connally, of Texas, thought only five or six 
copies should be printed, “as that is about as many as will 
read it.” 

Asked by Representative Cooper, of Wisconsin, as to the 
character of the O’Fallon decision, Mr. Newton said the court 
did not affirm the reasoning of the Commission, but did affirm 
the findings and valuation of the Commission 

Representative Hoch, of Kansas, said two judges were of 
the opinion that it was not necessary to pass upon the Com- 
mission’s method of valuation in determining the cases before 
the court, but that the third judge held it was necessary, “and 
he not only upheld the order of the Commission, but the Com- 
mission’s valuation.” 


O’FALLON ORDER POSTPONED 


The Commission, in finance No. 3908, excess income of the 
St. Louis & O’Fallon, and No. 4026, excess income of Manufac- 
turers’ Railway Co., has further extended the effective date of 
its order in those cases to April 30, 1928. The extension has 
been made on account of the intention of the O’Fallon to take 
an appeal to the Supreme Court of the United States. 





PULLMAN COMPANY VALUATION 


In a tentative valuation report in valuation No. 1079, the 
Commission has placed a final value of $110,238,786 on total 
owned property and of $110,044,710 on total used property of 
the Pullman Company, devoted to common carrier purposes, 
as of June 30, 1919. The investment of the company in sleeping- 
car property, including land, on date of valuation, was stated 
in the company’s books as $144,522,062. With readjustments 
required by the Commission, this would be reduced to $143,310,- 
988, according to the report. On date of valuation the company 
had outstanding $117,105,960 par value of common stock. It 
had no long-term debt outstanding. Cost of reproduction new 
of total owned property was found to be $142,388,733, and of 
total used property, $142,247,422. Cost of reproduction less de- 
preciation of total owned property was found to be $95,470,423, 
and of total used property, $95,376,907. Present value (as of 
valuation date) of total owned land was stated as $3,324,343, 
and of total used land, $3,225,423. The report stated that the 
company had reported investments aggregating $34,197,349, on 
date of valuation, in non-carrier property. 


BURLINGTON VALUATION REPORT 


The Commission, by division 1, in its valuation report in 
Valuation No. 715, Chicago, Burlington & Quincy Railroad Co., 
et al., 134 I. C. C. 1-865, as of June 30, 1917, and June 30, 1918, 
(see Traffic World, Dec. 17) summarized its findings as follows: 


1. Issues raised by the protests of carriers against tentative val- 
uations of their properties considered and determined. 

. Approval given to procedure of making reservations of rights 
in connection with protests against | am meg principles and methods of 
valuation established by the commission, in lieu of introduction of 
evidence on the subjects involved. If and when such principles and 
methods are changed, application may be made for the necessary de- 
_ tailed revisions. 

-. Method of computing freight rates applicable to construction 
materials, although the subject a reservation, modified in conform- 
ity with method approved in Atchison, Topeka & Santa Fe Railway 
Co., 127 I. C. C. 1, and Great Northern Railroad Co., 133 I. Cc. C. 1. 

4. The reproduction-new costs for general expenditures as esti- 
mated are ample to provide for incorporation fees, and claim for the 
addition of separate sums for that purpose denied. 

. So-called imminence-of-use rule, Texas Midland Railroad, 75 
I. C. C. 1, 161 and 162, is not applicable to lands held by a carrier on 
valuation date for the construction of new lines; such areas properly 
classified as noncarrier lands. 

6. Coal lands not in active use on valuation date and later trans- 
ferred to a subsidiary coal company for the mining of coal for rail- 
road use, with profit thereon restricted to a fair return on the capital 
employed held to be properly classified as noncarrier lands. 

7. Where the investment in road and equipment account has not 
been kept in conformity with correct accounting principles and all of 
the accounts have not been completely audited, weight can not be 
given in the determination of final value to the investment account, 
either as noted on the books of the carrier or as readjusted to correct 
errors found on the face of the accounts examined. 

8. Total final value for rate-making purposes of the properties 
of the various carriers embraced in this proceeding, used by the re- 
spective carriers for common-carrier purposes, found to be $566,179,438, 
age oe $11,198,000 for working capital, as of the respective valua- 

on dates. 


The report includes also the properties of the Black Hills and 
Fort Pierre Railroad Company and the Deadwood Central Rail- 
road Company, Valuation Docket No. 715; the Colorado and 
Southern Railway Company and the Colorado Railroad Company, 
Valuation Docket No. 716; the Fort Worth and Denver City 
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Railroad Company, the Fort Worth and Denver Terminal Rail- 
way Company, and the Acme Tap Railroad Company, Valuation 
Docket No. 717; the Wichita Valley Railway Company, the 
Wichita Valley Railroad Company, the Abilene and Northern 
Railway Company, the Stamford and Northwestern Railway 
Company, and the Wichita Falls & Oklahoma Railway Company, 
Valuation Docket No. 718; and the Quincy, Omaha & Kansas 
City Railroad Company, Valuation Docket No. 719. 
In its conclusions, the Commission said: 


We tentatively valued the properties of the corporation included 
in this report and used for common-carrier purposes at $563,667,741, 
including working capital. Of this total, the property used by the 
Burlington was valued at $497,441,808. The carriers failed to specify 
in their respective protests or upon brief or argument the amounts 
which they consider should be found by us as their respective final 
values. At the hearing the president of the several carriers, a lawyer 
of wide experience, expressed an inability, due to the lack of clarity 
of the law of value, to state the amounts of the final values of the 
respective properties. He enumerated, however, certain factors which, 
in his opinion, must be given consideration. The addition of the 
amounts assigned by him to these factors results in total final figures 
which range from 50 to 100 per cent in excess of the respective values 
tentatively found by us. 

The witness testified that we should correct our estimates for the 
cost of reproduction new of the physical properties in accordance with 
the evidence submitted in support of the respective matters of protest 
and also correct in like manner the present values of carrier lands. 
The sum of the cost of reproduction new and the present value of 
lands as finally determined by us should be taken as the base figure. 
To this amount there should be added, in the opinion of the witness, 
a sum equal to 25 per cent thereof to provide for going-concern value, 
a material amount, not designated by the witness, to provide for the 
earning power of each carrier, and an amount for working capital. 
For example, then tentative valuation states that the cost of repro- 
duction new of the physical properties owned and used for common- 
carrier purposes by the Burlington as of valuation date is $487,135,673, 
and the present value of carrier lands, $72,872,324.40, a total of 
$560,007,997.40. On this basis the final value of the Burlington would 
be secured adding to this sum $140,001,999 for going-concern value 
and $26,997,334 for beget re capital, a total of $727,007,330. This figure 
does not include the additional factor of earning power. A materially 
larger final value would be produced if the respective claims of the 
Burlington discussed herein were reflected in the cost of reproduction 
new and the present value of lands. The value thus developed is 
materially in excess of the amount, $494,427,000, tentatively found by 
us as the final value of the property owned and used by the Burling- 
ton for common-carrier purposes, including working capital. 

The witness did not desire that an amount be included for appre- 
ciation. Neither did he suggest that depreciation be offset by appre- 
ciation. He explained that in his judgment the properties of the 
carriers as of the respective valuation dates were adequately main- 
tained and that the costs of reproduction less depreciation of the 
properties were not less than their respective costs of reproduction 
new. We can not accept this contention, because existing deprecia- 
tion must be taken into account in the fixing of value. The cost of 
reproduction less depreciation of the properties owned and used by 
the Burlington is given in the tentative valuation as $386,606,923, which 
is $100,528,750 less than the cost of reproduction new. The carriers 
have not established of record that the depreciation found by us to 
exist does not exist, nor have they proved the existing amount of ap- 
preciation, if any, in terms of money. 

Although earning power is included to some extent in the carriers’ 
estimate for going-concern value, it is contended that we should in- 
clude in the final value a separate figure for the same element. Value 
for rate-making purposes and commercial value arising from earning 
power are so wholly different that they can not be reconciled. Minne- 
sota ‘Rate Cases, 230 U. S. 352, 461, Chicago & Northwestern Ry. Co. 
vs. Eveland, 13 F. (2d) 442, 445; Temmer vs. Denver Tramway Co., 18 
F. (2d) 226, 229; Kansas City Southern Ry. Co., 84 I. C. C. 113, 117. 
The inescapable result of following the vicious circle of agen aram 
rates upon the basis of values and fixing values upon the returns 
earned from the rates is a destruction of the whole system of rate 
regulation. “If return is to be regarded beyond that compensation 
which a public service corporation is entitled to earn upon the fair 
value of its property, the right to regulate is of no moment, and in- 
come to which the corporation is not entitled would become the basis 
of valuation in determining the rights of the public.””’ Des Moines 
Gas Co. v. Des Moines, 238 U. S. 153, 171. Or stated otherwise, if 
“the most profitable return that could be got, free from competition, 
is protected by the 14th Amendment, then the power to regulate is 
null.” Cedar Rapids Gas Light Co. v. Cedar Rapids, 223 U. S. 655, 
669. Where, as here, earning power is sought to be used in fixing one 
of the constituent elements instead of the whole of the value, the dif- 
ference is one of degree only—merely a more moderate application of 
an essentially wrong principle. Atchison, Topeka & Santa Fe Ry. Co., 
supra, 94. The Maryland Court of Appeals in Miles v. West, 135 Atl. 
579, condemned the inclusion in a value for rate-making purposes of 
any element dependent upon the earnings of the company, saying: 

‘“* * * Neither is it true that, because this character of property 
is designated as an easement or interest in land, and as such is 
entitled to be accorded some value, it should be given the same 
value for fixing a rate base as that given it for taxation purposes. 
On the contrary, there is a controlling reason why the two valuations 
should not be identical. 


“In the valuation for rate-making purposes, property of the pub- 
lic service corporation, the value of which depends upon the earnings 
of the corporation, should not be included, for the reason that the 
earnings upon which the value of the property depends are largely 
controlled and determined by the rate which is allowed to bé charged 
for the service rendered. Under the statute it is incumbent upon 
the commission to ascertain the value of the property in order that 
such a rate may be fixed as will result in a reasonable return upon 
the property of the utility corporation used for the convenience of the 
public. If such value as results from earnings be allowed in the rate 
base, it is impossible to escape the following reasoning: 

“The value of the property, as ascertained by the commission, 
would determine the rate which the commission authorized the cor- 
poration to charge for its service. The rate authorized controls the 
amount of earnings. The earnings in turn determine and fix the 
value of the property. Therefore the rate determines the value, and 
we have a conclusion that the value determines the rate, and the rate 
determines the value; and if the value of the property depends upon 
the rate, which in turn depends upon the value of the property, the 
rate would depend upon itself, resulting in an apparent absurdity. It 
is therefore clear that such value as is attributable to the property of 
a public service corporation by reason of its earnings should not be 
included in forming a base upon which a reasonable and fair return 
should be secured. : 

‘We are of the opinion that it is logically unsound to include in 
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the rate base a factor of value of which varies or changes with the 
rate.”’ 

We conclude that nothing should be included in the final values 
on account of the earning power of the Burlington properties. 

We have been unable to report the original cost to date of the 
common-carrier property of the Burlington, because of the non-exist- 
ence of the necessary records. We have set forth in our order herein 
all available information pertaining to this subject. The cost of repro- 
duction new of the common-carrier any owned and used, exclu- 
sive of lands, we find to be $490,007,919, and the cost of reproduction 
less depreciation, $388,829,568. We also find that the present value of 
es lands owned and used on valuation date is $72,599,- 
871.58. 

We have given careful consideration to all facts of record per- 
taining to the value of the Burlington as an organized, developed, well 
maintained, and seasoned property in operation as a going concern. 
We find that the value of rate-making purposes of the property of 
the Burlington, owned and used for purposes of a common carrier as 
of valuation date, is $496,100,000; of the property owned but not used, 
$206,358, and of the property used but not owned, $3032,255 

On like consideration, we further find that the final value, for rate- 
making purposes of the property owned or used for common-carrier 
purposes by the other corporations considered herein is that amount 
designated below opposite the name of each carrier. 


Final value 
Owned and Owned but Used but 
Carrier used not used not 


owned 
Black Bis BOE Vort Pierre. cc cs ciees “sa ccceses ek eS 
era eer rr ae Ss ae 
Colorado and Southern .............. $33,975,000 1,343,000 $4,756,552 
CE EE Sb vccieenintescscssee! tases Se, Ae ee ee 
Fort Worth and Denver City......... 18,270,000 53,310 886,348 
A ee IE iow hn oSscr ccc ccet. 1 vaeeesas Tee. estccses 
Fort Worth and Denver Terminal.... ......... Batt © séscvens 
We, I oii cos osewece cess CO5,600- occurance 2,659,313 
Wee WR TROON 5 ccccccsce -edccwsicce eer 4 
pe BS a eee ere OO i 


Stamford and Northwestern ........ ...cceee. 
Wichita Falls & OIMhOMA ....cccccc cososeces 3. ee 
Quincy, Omaha & Kansas City...... 5,800,000 64,102 5,000 


We have included in the respective final values of the respective 
properties the following amounts for working capital, $9,000,000 for 
the Burlington, $1,375,000 for the Colorado and Southern, $730,000 for 
the Fort Worth and Denver City, and $93,000 for the Wichita Valley. 


FINAL VALUATION REPORT 


Valuation No. 504, Oklahoma, New Mexico & Pacific et al., opinion 
No. B-598, 134 I. C. C., 394-413, final value for rate-making purposes 
of the property owned and used for common carrier purposes found 
to be $679,000, and of property used but not owned, $227,000, as of 
June 30, 1918. This report also covers the property of the Ringling 
& Oilfields Railway Co. The final value of the property of that 
earrier, for rate-making purposes, owned but not used for common 
carrier purposes, leased to the Oklahoma, New Mexico & Pacific, was 
found to be $150,500, as of June 30, 1918. 


HOCH-SMITH GRAIN 


The hearing in docket 17000, part 7, grain and grain prod- 
ucts in western territory, at Chicago, before Commissioner 
Meyer and Examiners Mackley and Hall, adjourned December 
21, to reconvene January 10. 

J. S. Brown, manager of the transportation department of 
the Chicago Board of Trade, completed the presentation of his 
case December 16 and 17. He was on for cross-examination 
December 19. Representatives of the St. Louis and Cairo mar- 
kets testified December 20 and 21. 

In addition to three-cent reductions from Kansas City and 
Omaha to Chicago, Mr. Brown asked for reductions from Iowa 
to Chicago. His purpose in proposing the reductions, he said, 
was to bring the Chicago price closer to the producer in the 
territories from which the reductions were asked and to make 
it possible for some of that grain to move through Chicago to 
the Atlantic ports. He contended that, whereas Chicago for- 
merly did a considerable business in grain produced west of 
the Missouri River, it was getting scarcely any of it now. He 
thought the present spread between the cost of transportation 
from the Missouri River to the Gulf as compared to the cost to 
north Atlantic parts should be reduced. 

In response to questions by Examiner Mackley as to whether 
he supported the abolishment of free transit and out-of-line 
haul, as advocated by F. S. Keiser, of Duluth, he said he was 
emphatically opposed to it. He said he thought those were 
matters the Commission should not deal with in advance—no 
general rule should be laid down—but that it might properly 
investigate any of the practices that developed and correct them 
if, after a full presentation of the facts, it thought it desirable 
to do so. He did not think the reductions he asked should be 
extended to Duluth, even though Duluth now had the same 
rate from Omaha as Chicago. 

Both St. Louis and Cairo representatives asked reductions 
of 5 cents in the level of their rates to Arkansas and Louisiana. 
Such a reduction, it was said, would result in rates to points 
in the territory involved that would represent the balance of 
the Omaha rates. In other words, they asked for proportionals 
that would be equivalent to the Omaha rates with the factors 
up to St. Louis and Cairo deducted. St. Louis also asked for 
reductions from northwestern Iowa of about 1% cents, and that 
rates from Illinois producing territory to St. Louis be measured 
by the level of the so-called specifics applying from that ter- 
ritory to Chicago. 

Charles Rippen, representing the St. Louis Merchants’ Ex- 
change, contended that Chicago had a favorable adjustment 
from Illinois on the basis of specifics, which represented that 
part of the revenue the carriers up to Chicago received on a 
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movement from an Illinois point to New York, via Chicago. 
He said it was the practice of the Chicago dealers to buy the 
grain, giving the producer the benefit of the difference between 
the specific and the local rate to Chicago, and that that dif- 
ference was refunded to him when he turned the billing to 
New York over to the carriers. The existence of such an ad- 
justment, he contended, was preferential of Chicago. 

W. T. Brookings, president of the Marshall Hall Grain Cor- 
poration, also testified for St. Louis. 

The Cairo witnesses expressed themselves as mainly inter- 
ested in the rates applicable on oats. They said Illinois was 
their normal source of supply. In addition to reductions of 5 
cents requested on traffic moving to Arkansas and Louisiana, 
they asked the establishment of broader transit privileges on 
grain moving via Cairo. They said Cairo business with that 
territory, as well as with the southeast and the Carolinas, was 
on the decline and that the Missouri River markets had not 
only the advantage of more favorable rates but that the transit 
adjustment favored them. 

The Cairo witnesses were as follows: H. E. Halliday, Hal- 
liday Elevator Company and the Halliday Milling Company; 
O. B. Hastings, Samuel Hastings Company; A. E. Rust, Halliday 
Elevator Company and Halliday Milling Company; and Ray 
Williams, Cairo Board of Trade. 

When the hearing reconvenes January 10, taking of market 
testimony will be completed, the state commissions will present 
their evidence, and the railroads will be heard. Following that, 
the export adjustment will come up for consideration. Exam- 
iner Mackley estimated four or five weeks would be required. 
Hearings are to be held on the Pacific coast and in the far west 
after that. 


HOCH-SMITH COTTON 


The Commission has set No. 17000, part 3, cotton, for hear- 
ing before Examiner Mattingly, at the California Railroad Com- 
mission rooms, Sun Finance building, Los Angeles, Calif., on 
January 11, at 10 a. m. In a notice issued in connection with 
the routine assignment, the Commission said that that hearing 
was assigned particularly for the purpose of receiving evidence 
in respect of No. 19190, California-Arizona Cotton Association vs. 
Santa Fe et al. It said the carriers would be expected to pre- 
sent, at that hearing, such of their evidence as related peculiarly 
to the issues raised by that complaint. 


RATE ON SAND AND GRAVEL 


At the hearing at Dallas, Texas, before Examiner Waters, a 
20 per cent reduction in rates in southwestern states on sand 
and gravel was asked by shippers and representatives of the 
State Highway Commissions of Texas and Oklahoma. Testi- 
mony was given by shippers to show that present rates were 
excessive and retarding the proper development of road build- 
ing in the southwest. They seek a reduction in both the intra- 
state and interstate rates by the application of a uniform rate 
scale for the territory covering these building materials. If 
the uniform rate is put into effect, it will act to increase the 
Louisiana intrastate rate, however, it was explained. 

Clark B. Mandigo, State Highway Engineer for Oklahoma, 
was one of the chief witnesses testifying that 45 per cent of 
the cost of road building was for materials and that the freight 
rate paid on these materials was therefore, a large element in 
the cost of road building. He explained that the Highway Com- 
mission of Oklahoma spent annually about $8,000,000 in new 
roads. 

C. B. Bee, rate expert, and W. C. Lewis, Assistant Attor- 
ney General of Oklahoma, assisted in presenting testimony. 

Commissioners Lon A. Smith and C. V. Terrell of the Texas 
Railroad Commission sat with Examiner Waters. Commissioner 
A. D. Beals of the Arkansas Railroad Commission and Commis- 
sioner L. J. Shorer of the Louisiana Public Service Corporation 
were also in attendance. 

‘Carriers’ rebuttal testimony was given by C. P. Rauch, Kan- 
sas City, on behalf of the Kansas City Southern Railroad. He 
was followed by C. W. Brosius of New Orleans, spokesman for 
all the carriers, opposing the reduction of the present rates. 


BULLFROG GOLDFIELD QUITS 


F. M. Jenifer, assistant general manager and traffic man- 
ager of the Bullfrog Goldfield Railroad Company, has sent out 
an appropriate abandonment and embargo. notice, based on the 
Commission’s decision in finance No. 6369, to the effect that 
service over that carrier’s line will cease on January 7, prepara- 
tory to the dismantling of the track. (See Traffic World, No- 
vember 26, p. 1919.) The notice does not affect the Tonopah & 
Tidewater. Service over that line, to and from Beatty, Nev., 
will be continued. 

All rates and fares to or from Bullfrog Goldfield points, and 
through rates and fares applying over that line, are being can- 
celed, effective January 7. The notice, in addition to what has 
been set forth, gives the precise time limits set upon the re- 
ceipt and dispatch of passengers and freight, all of which are 
intended to put the road completely out of business on the 
day mentioned. 
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CONSOLIDATION PLAN 
The Traffic World New York Bureau 


Details of the four-system plan of railroad consolidation 
have been made public. Their chief feature is the large number 
of small independent railroad properties divided among the trunk 


lines as joint facilities, thus avoiding the danger of fights for, 


control, and protecting the interests of each of the four existing 
New York-Chicago trunk lines. 

The plan is the subject of negotiations between the heads of 
the lines involved and Mr. Loree, president of the Delaware & 
Hudson Company. Mr. Loree proposes to build a fifth trunk 
line, and the purpose of the present conferences is to work out 
a compromise by which his opposition to the four-system plan 
may be eliminated. Reports are that he will be allowed to pro- 
ceed with his fifth trunk line scheme, with the co-operation of 
the other lines, getting the Lehigh Valley from the New York 
Central, the Wabash from the Baltimore & Ohio, retaining the 
Delaware & Hudson and building a new line from Easton, on 
the Delaware, to Pittsburgh. 

The plan as made public explains the purchase of the Wheel- 
ing & Lake Erie by the New York Central, Nickel Plate and 
Baltimore & Ohio. Each of these is to get a third interest in 
the line and many similar transactions would be necessary. The 
examiner for the Commission has declared against the Wheeling 
& Lake Erie deal, but the railroads are confident that the pas- 
sage of merger legislation by Congress will change the attitude 
of the Commission. 

The four-system plan had been known previously only to 
the railroads involved amd the Commission. Rumors concerning 
its contents have been frequently circulated. As detailed below, 
the mileage of lines divided among the several roads is divided 
according to proportionate ownership. 


The New York Central system is composed of the following 
lines: 





Mileage 

operated. 
New York Central Lines as at present................ 11,785 
TN a 1,374. 

Buffalo, Rochester & Pittsburgh Ry. (exclusive Alle- 

Sains Cee dia siee es Rees Shea moeeeee : 450 
New York, Ontario & Western Ry................0000: 569 
Ulster & Delaware NE Asda 6 6 5 6 aio, otha wine she Weta ers 129 
Re 171 
¥% Pittsburgh & West Virginia Ry. (west of Ohio River) 6 
ee I A OE, Blois ce cieccccscneeneesece ns ai. 
% Central Indiana Ry. (Lebanon to Anderson, Ind.)... 21 
1% Cherry Tree & Dixonville R. R................0000- 19 
% Lake Brie & Pittsburgh Ry..............cccccceee 14 

% Chicago & Eastern Illinois Ry.................... 472 * 
% Delaware & Hudson Company.................08- 234 
% Lehigh & New England R. R.......... ccc ceceee 74 
m pemen & Pwdson River RY... .....cecccsccscesecvess 24 
a NG ra. aca aad a alles ws Soxedian w eile KW @ 8c v'orspi@ 14 
¥% Pittsburgh, Chartiers & Youghiogheny R. R........ 5 
We MP UIOEM MOUCNOPT TAY. co kis oc ccicccscosecescedecece 3 
Ne ee 34 

% Pittsburgh & West Virginia Ry. (east of Ohio River), 

Mr 2G WEGRE WIGS TOOKE Bh. Fhienin oc. ccc vcvecevesevs 18 
NDS a a 55 oa al oka aso 9c Wiel ofan scaler as hase wile: dae a ore ik ghee. 308 
I ec les gece Gah ales sresaot'w Sein he ree wg de 15,745 


The Pennsylvania system, which is the largest in trunk line 
territory, now is given much less, as may be seen from the fol- 
lowing constitution of the Pennsylvania in the four-system plan: 





Mileage 
operated. 
Pennsylvania Lines as at present................ee00. 11,561 
Toledo, Peoria & Western Ry. (east of Peoria)........ 111 
I BEN a cnc seca ce veviccesvecteecnescee 2,238, 
Grand Trunk Ry. (Western lines).................... 993 . 
Chicago & Alton R. R. (east of St. Louis, Mo., and 

ai aerated Oiaaid, alas) csie yl xls 8 0 60,4 a 529 
= tame Brie & Pittsburgl By... ... 2c. cccccccccccese 14 
% Central Indiana Ry. (Lebanon, Ind., to Anderson, 

IE Biers etch a Cau eaalsigs sw eae eos bss belek cd 04 Had 21 
 Gueery Tree & Dinonville BR. R...... ccc ccc cccoces 19 
Y% Delaware & Hudson Company.................... 234 
% Lehigh & New England R. R................22005: 74 
ee @ SRUUNOM River FR. TR... 5. ccccccceseecccs 24 
ee ach laak Sica 5 wiv gin, 0:00 hinibin.e:6:0 e's 0.6%. ome 14 
% Pittsburgh, Chartiers & Youghiogheny R. R........ 5 
Te NOTE PHOUIEINOET, TRS. ooo ccc cbicoccccccececevesoes 3 
INS MO 55. Cipher ers on o\0ors%e shearers outinid Ck erdie see 34 
% Pittsburgh & West Virginia Ry. (east of Ohio River), 

ee Se PO MRO TOOEE TE. The onic rice ccc cawkdsee 18 
a ae ss a EL vaguely cds eitea: Wore wi 6/'ai@ Setler Eiavos bidiansis 345 

INP ak cipal ore C58 Ricci. aslgr ala Stpndadiinoareth aie euacate 16,237 


The Nickel Plate group, built around the properties of the 
Van Sweringen brothers, includes the following properties: 
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Mileage 
operated. 
New York, Chicago & St. Louis R. R. as at present.... 1,696 
Oe a a ee ee: a 2,553 
I N's. 6 cle: 0 asaroton pate aie sible cates 6 er oreleie Reh oe 544 
NE PI TIE 6 vin so sib: 6-000. g pseled sion vieale wanbeeeioaivic 349 
se INE, 6,315 Fale weitere Sew~ bes ibe bod eunts 2,603 
Delaware, Lackawanna & Western R. R.............. 993 
ge Ee er eae ee 228 
ee ee ee 103 
Pittsburg, Shawmut & Northern R. R.................- 211 
ee I, TE nk Srsie ce aciaiotess armie'eodeicainaineseears-ers 2,238 
% Detroit & Toledo Shore Line R. R................. 31 
% Chicago & Eastern Illinois Ry.................... 472 
ee ga ge Re a ee ee 171 
¥, Pittsburgh & West Virginia Ry. (west of Ohio River) 
% Delaware & Hudson Company..............ecceeee 234 
% Lehigh & New Hneland RF. BR... 0. ccevcccccnscese 74 
6 Eemsen & Hudson River RY... cc cecscevavvicnsece 24 
ee Pa FM FM a o.86xkiain ee ar oy sia bio eRe ar ne SOLS eSs.Os USe ws 14 
¥% Pittsburgh, Chartiers & Youghiogheny R. R........ 5 
Re UNE PROUEIIOEIN DEW iais go. 5 odie ase 6 core orewisieue esos S 6 Seve 3 
en ae a ee 34 
¥% Pittsburgh & West Virginia Ry. (east of Ohio River), 
SUE. 4 WUOEO TOP RN BE The cei caida set snsncwesecue 18 
PI oP om eon eee ek Mowinso Mie ww ewan 452 
Re RRO, ook nse, oral s cir Shain ate oe Rice aie a eis 13,056 
The Baltimore & Ohio group includes the following prop- 
erties: 
Mileage 
operated. 
meer CIO BRUTE. one og ook os orciaclcce coe ceoas 5,397 
SN NIN, og. Gre tatenear ergueiacdel nine sieiaiin le dacsiale Mind oleae 1,629 
Central Hatirond of New Jergey........ occcecccscccecess 693 
Chicago, Indianapolis & Louisville Ry................. 657 
Cincinnati, Indianapolis & Western R. R.............. 347 
PE MEMES oie acre dvesttwccbewensswonseuavee es 804 
ee I I Bauer cal oth: oo 9 2!6 ie! oo wie ol wlaueveranenaie.e'e.0.0re%eaape 294 
Pe ge as | ee re 58 
Boyne City, Gaylord & Alpona RF. BR... 2. cccvscscvceses 91 
Beene © Sasameranns TOT. once cccicccsccccrcvccses 254 
CREE ee BE nite ici niee eds. vote wwsiornw.d 376 
HDetrokt, Telede & Pontoon B.. Bh...c. ccc vectevevvcecs 468 
Wabash Ry. (east of Mississippi River)... ......cecce. 1,622 
1% Detroit & Toledo Shore Line R. R................. 31 
Md EN ESD os CE: er 171 
¥% Pittsburgh & West Virginia Ry. (west of Ohio River 6 
Y% Delaware & Hudson Company............ce.eeeees 234 
1 bene & Now Mnsiend B.A. «2... cccscccevees cons 74 
4 gemen & Pegeon River RY..........ccccccccsccsecss 24 
ee NS ENE fe cr 5c alien ici aiiei diugsd) atote/winic viove aes eeWiale-alo-e tis 14 
¥% Pittsburgh, Chartiers & Youghiogheny R. R........ 5 
54 MCMMEGIOTO HOUCNCIN BY si6. cic. 5 cece cesesesesioccseses 3 
Tae IE Io areas Sire 4) oi ard wee elev lei. cawmolann oinleee 34 
Y% Pittsburgh & West Virginia Ry. (east of Ohio River), 
WUE OE PG GEFEN IONE DES Who os SoS civins dies oGewlnaeees 18 
ee Oe TE ee ee 161 
IE dia ai 5 is dirs bevneseete Siar eioitens wie este erecnteetal o Bape 13,465 


In point of capital investment the Pennsylvania group is 
largest, with a total book property investment of nearly $3,000,- 
000,000. The New York Central is second with approximately 
$2,500,000,000, while the Nickel Plate and Baltimore & Ohio have 
barely $2,000,000,000 apiece. 


RAILROAD CONSOLIDATIONS 


The Traffic World Washington Bureau 


Commissioner Hall, of the Commission, told the House 
committee on interstate and foreign commerce, December 19, 
that a bill along the lines of the Parker bill or proposed revi- 
sions thereof should be promptly passed by Congress in order 
that the Commission and the railroads might go ahead with 
respect to unification of railroads and thus relieve the present 
situation. 

The commissioner referred to the Parker bill and proposed 
amendments thereto. He said the Parker bill had been im- 
proved since it was originally introduced. There was also be- 
fore the committee a text of the Parker bill as revised by the 
law committee of the Association of Railway Hxecutives. Mr. 
Hall said enactment of any of the texts discussed would be an 
improvement over existing law on the subject. 

Representative Rayburn, of Texas, asked what was the 
objection to repealing simply that part of the present law re- 
quiring preparation of a consolidation plan grouping the rail- 
roads into a limited number of systems. Mr. Hall said only 
consolidations could be effected under the present law—that it 
provided for the clumsiest and least used method of effecting 
unification—and referred to unifications being brought about 
by lease, acquisition of control of securities, and other methods 
that could be resorted to under proposed legislation. 





Decembs 


Mr. 
texts Ul 
“Te 
one of 
ceptabl 
commis 
ences i 
someth 
law. 
Mr 
he tho 
commit 
over tk 
as to C 
In 
Alaban 
legisla’ 
charte! 
commi 
enact 
federa’ 
but M. 
MM 


‘“limbe 
measu 
the la 
there 

study 
last fe 
the P. 
a nat 
passa: 
hensiv 
would 
defec' 
with 

pointe 
of th 
a pre 
suffic 
prese 
that 

the d 
ment 
corpe¢ 
respec 
not | 
vant: 


were 
majec 
prep 
trol 

that 
evid 
inte! 
that 
befo 
evid 
ther 
rem 
of ¢ 
side 


far 
the 
thai 


on 
pos 


ide: 
floy 
to 

the 
roa 
tio: 





. 26 


age 


ted. 


6 
3 


‘9 
3 
13 


he DD eH CO et Co 


is 


ly 
re 


LM 


nme .«. & 


wt) 8 he 


'_ 


— —- =—_ ~~ 


December 24, 1927 


Mr. Rayburn asked whether the Commission approved the 
texts under consideration. 

“Textually, no,” replied the commissioner, adding that if 
one of the drafts could be enacted, he thought it would be ac- 
ceptable to the Commission as against the present law. The 
commissioner said there were important but not vital differ- 
ences in the texts of the bills. He said what was desired was 
something workable that would take the place of the present 
law. 

Mr. Hall said, in reply to questions by Mr. Rayburn, that 
he thought that the text of the bill as amended by the law 
committee of the railway executives contained improvements 
over the Parker bill in some respects but that he was doubtful 
as to other parts of the Dill. 

In response to questions by Representative Huddleston, of 
Alabama, Mr. Hall discussed the power of Congress to enact 
legislation such as that proposed and which would conflict with 
charter powers conferred by states on railroad companies. The 
commissioner said he thought the Congress had the power to 
enact such a bill. There was also discussion as to whether a 
federal corporation would result from enactment of such a bill 
but Mr. Hall replied in the negative. 

Mr. Huddleston inquired why the present law could not be 
“‘limbered up” without the enactment of such a comprehensive 
measure as was proposed. Mr. Hall said he would rather have 
the law amended as suggested than the present law, but that if 
there could also be embodied in the bill the fruits of all the 
study and thought that had been given to the matter in the 
last few years, that would be desirable. Mr. Huddleston thought 
the Parker bill was “going far afield” and that it was of such 
a nature that it would take time to consider it and that its 
passage might be prevented because it was of such a compre- 
hensive nature. He desired to know whether the Commission 
would be content with a measure that would simply cure the 
defects of the existing law. Mr. Hall said he would be content 
with anything that would improve the existing statute. He 
pointed out that Commissioner Eastman, on behalf of a majority 
of the Commission, had submitted to the Senate committee in 
a provious session a draft of a bill believed by them to be 
sufficient. He said he did not agree as to that. He said the 
present bills got down more to the “meat of the matter,’ and 
that in the last six or seven years progress had been made in 
the direction of greater simplicity and in getting down to funda- 
mentals. He believed the legislation should grant authority to 
corporations to do what Congress authorized to be done. In 
response to questions by Mr. Huddleston, Mr. Hall said it was 
not proposed to grant to the corporations privileges and ad- 
vantages that they did not now have. 


The question of determining that proposed unifications 
were in the public interest was discussed. Mr. Hall said the 
majority of the Commission had held that there must be a 
preponderance of evidence that a proposed acquisition of con- 
trol was in the public interest. He said his personal view was 
that it was not necessary to show by a preponderance of the 
evidence that a proposed acquisition would be in the public 
interest. He said that, of course, the Commission must decide 
that an acquisition of control would be in the public interest 
before approving it. He said it might be deduced from the 
evidence that a proposal was in the public interest without 
there being a preponderance of evidence to that effect. He 
remarked that in passing on the question of the reasonableness 
of a rate, the Commission did not hear 17 witnesses on one 
side and 16 on the other side of the question. 


Representative Newton, of Minnesota, announced that, so 
far as he was concerned, the bill would have to provide that 
the. burden was on the proposing carrier or carriers to show 
that what was proposed was in the public interest. 

Commissioner Hall said what was desired were the facts 
on which the Commission could decide as to whether a pro- 
posal was in the public interest. 


Representative Shallenberger, of Nebraska, read from Pres- 
ident Coolidge’s recent message as to the benefits that would 
flow from consolidations, and mentioned particularly references 
to decreased cost of transportation. He said he had gone over 
the records of previous hearings and could not find that a rail- 
road official had said that rate reductions would follow consoli- 
tions. Mr. Hall said he thought there would be a tendency to- 
ward decrease of costs after consolidation but that consolida- 
tion was no panacea. He also said he was not prepared to go 
ee as the President had in his message. 


r. Shallenberger said his experience in Nebraska had been 
t consolidations resulted in poor service. He quoted from 
statements to the effect that twenty-two railroad systems now 
did 85 per cent of the business of the country and said this 
showed there had been a lot of consolidation and that there 
was no improvement in freight service. 

Mr. Hall said he would have to take issue with Mr. Shallen- 
berger as to freight service. He said the efficiency of the rail- 
roads had increased and that in the last three years there had 
been a demonstration of efficient railroad service such as this 
country nor any other had ever seen. 

Mr. Shallenberger asked the commissioner if he meant to 
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say that the movement of goods to Nebraska points from east- 
ern seaboard points, for example, was as fast as it was 20 
years ago, and referred to goods being held up so as to be 
shipped in long trains. Mr. Hall further discussed the existing 
situation with respect to car service. 

“IT am glad to hear you state that that is now the fact,” 
said Mr. Shallenberger. 

At one point, Mr. Hall remarked to the effect that he was 
to leave the Commission soon. 

After hearing suggestions from Commissioner Hall as to 
specific provisions in the revised Parker bill (H. R. 5641) and 
that bill as revised by the law committee of the Association of 
Railway Executives, December 20, the House committee on in- 
terstate and foreign commerce adjourned the consolidation 
hearing until Friday, January 6, when Alfred P. Thom, general 
counsel of the Association of Railway Executives, will begin 
his testimony. Mr. Hall dealt with specific clauses and phrases 
2 the proposed legislation and suggested changes here and 
there. 

The Senate interstate commerce committee has decided to 
begin hearings on the Fess railroad consolidation bill January 9 


SHIPPERS APPROVE CLASS RATE 


The Traffic World New York Fureau 


Approval of the Southern class rates to go into effect 
January 15, subject to previous corrections, was given Tuesday 
by the Shippers’ Conference of Greater New York at its monthly 
meeting. It was stated that the railroads intended to file their 
application with the Commission for corrections in the tariff. 
The rates were published by the railroads at the beginning of 
this month and palpable incorrections appearing therein are 
among the numerous items affected. The conference, instead 
of conducting a fight before the Commission, took them up in 
an amicable conference with the trunk lines. 


Due to this friendly discussion, it was announced by W. S. fe 
Curlett, acting chairman of the rate committee of the trunk | 
line railroads dealing with southern rates, in addressing the ~ 
meeting, that $1.29 has been fixed instead of $1.17% on first} 
class merchandise as a minimum rate from New York to the i 


gateways of the south. Roanoke, Va., was named as the south- © 
ern point. 

On rail-water-and-rail rates Baltimore was named as the 
minimum in place of Roanoke. 

Mr. Curlett said that they had attempted to make a tariff 
adjustment better than they had ever done before. 

Chairman W. H. Chandler, who is also manager of the traffic 
bureau of the Merchants’ Association, was authorized to send 
a letter to the trunk lines expressing the approval of the con- 
ference and leaving the way open for further discussion before 
the meeting of the Commission in January if any other points 
remained to be cleared up. 

Chairman Chandler announced the Commission’s order for 
an investigation into the circumstances and conditions surround- 
ing services performed by private-owned trucks, drays or other 
vehicles, suitable for operation on and over streets, highways 
for and on behalf of all carriers serving, or holding themselves 
out, to serve Manhattan Island. 

Charles W. Braden, for the committee on bills of lading, 
reported that the I. M. M., the Scandinavian Steamship Line and 
other steamship companies had, after long agitation on the 
subject, agreed to adopt the model uniform dock receipt as 
sponsored by the conference. The West Africa and Central 
America Conference, he said, was still ignoring the matter. 
It was proposed to list all steamship companies accepting the 
new form of dock receipt and those who had not yet fallen 
into line. 

It was announced by Chairman Chandler that a bill would 
be presented to Congress this session and would probably be 
passed, since carriers and shippers were agreed on it, amending 
the bill of lading act to extend the time for the notice of filing 
of suits for damage and loss from four months in some Cases 
and six in others to nine months. 


RAILROAD BILLS 


Senator Howell, of Nebraska, has reintroduced his bill, now 
designated as S. 1735, “to reestablish competition in railroad 
transportation rates as substantially in effect prior to the pres- 
ent increased railway rates and the enactment of the trans- 
portation act, 1920, popularly known as the Esch-Cummins law, 
by limiting the powers of the Interstate Commerce Commission 
to establishing and prescribing maximum rates only,” except 
that the “act shall not be construed as preventing or forbidding 
the Interstate Commerce Commission from establishing and pre- 
scribing such rates, fares and charges, individual, joint, pro- 
portional or otherwise, as will prevent the unreasonable advan- 
tages, preferences, prejudices, or undue, unreasonable or unjust 
discrimination, mentioned and provided for in sections 6, 13 and 
15 of the interstate commerce act as amended by the trans- 
portation act, 1920, approved February 28, 1920.” The senator 
also has introduced S. .1734, a bill to amend section 20-a of the 













































































































interstate commerce act by adding a new paragraph after para- 
graph 3 requiring that bonds or other evidences of indebtedness 
authorized to be issued by the Commission shall be sold or 
otherwise disposed of “to the highest bidder only,” under regu- 
lations to be prescribed by the Commission. The provisions of 
the new paragraph would not apply to bonds or other evidences 
of indebtedness “to be issued in connection with an acquisition 
or consolidation approved by the Commission under section 5,, 
and the Commission may, in its order, for good cause shown, 
grant other relief from the provisions of this paragraph if such 
relief is found by the Commission to be compatible with the 
public interest.” 

Representative Newton, of Minnesota, has introduced H. R. 
7460, a bill for the protection of persons employed on railway 
baggage cars, railway express cars, and railway express-baggage 
cars. The bill would require, from and after July 1, 1929, that 
all cars described, used in interstate commerce, should meet 
the specifications of the Commission and be constructed, fitted 
up, maintained, heated, lighted and cleaned by and at the ex- 
pense of the carrier in whose service used; that no car should 
be used that was not sound in material and construction and 
that was not equipped with safety appliance devices approved 
by the Commission and with sanitary drinking water containers 
and toilet facilities, “nor unless such car is regularly and thor- 
oughly cleaned.” The bill further provides that the Commission 
shall not allow to be used by any carrier, any express car, baggage 
car, or express-baggage car not constructed of steel or steel 
underframe or of equally indestructible material, except as 
hereinafter provided, and all such cars accepted for service or 
contracted for by carriers shall, from and after July 1, 1928, be 
constructed of steel, and*the material used in the construction 
of such cars or in underframing shall be of such strength, 
dimensions, weight and gauge as the Commission shall, by 
regulation and order, prescribe. The bill provides that the 
Commission may exempt short lines from the requirements 
thereof, on application and after public hearing, and that com- 
mon carriers are relieved from the operation of the provisions 
in so far as applicable to cars locked or sealed, when not carry- 
ing any person or persons while such cars are in motion. 

Senators Fletcher and Trammell, of Florida, have intro- 
duced bills amending paragraph 3 of section 1 of the act, defin- 
ing common carriers subject to the act, so as to include 
refrigerator-car companies. The Fletcher bill is S. 1949, and 
the Trammell bill, S. 1944. 

Representative Murphy, of Ohio, has introduced H. R. 7901, 
to regulate the liability of the parties for accidents occurring 
at grade crossings on steam, electric and other railways. The 
bill, which was referred to the judiciary committee, provides 
that in all causes of action arising from accidents occurring at 
or on any grade crossing over a street, road or highway used 
in common by travelers and the public generally, on foot, or in 
vehicles propelled by gasoline, steam, electricity, or other 
means, and by a steam railway, an electric railway, or by a 
railway propelled by any other means, no rule shall be adopted 
or laid down by the federal court of the United States contrary 
to the law of the state, territory, or place where such accident 
occurred, but the law of the place where such accident oc- 
curred shall govern and be followed in all such causes of ac- 
tion. 


“SUPERHIGHWAY” PROPOSED 


Senator du Pont, of Delaware, has introduced.S. 1900, a 
bill authorizing a survey of a superhighway between the Atlantic 
and Pacific coasts. It provides for a right-of-way not less than 
500 feet in width to meet the present and future needs of mili- 
tary and post roads. A federal corporation would be created 
to construct and operate the highway and be authorized to 
lease the unused portion of the 500-foot right-of-way until needed 
for road purposes. 


BARGE LINE EXPANSION 


Representative Letts, of Iowa, has introduced H. R. 8226, a 
bill to authorize the Inland Waterways Corporation to construct 
and operate warehouses and elevators on the Mississippi River, 
and to authorize an appropriation of $40,000,000 for the purposes 
of the bill. 


WATERWAY CORPORATION CONTROL 


Representative Wyant, of Pennsylvania, proposes transfer 
of the Inland Waterways Corporation, the government’s barge 
line agency, from the jurisdiction of the War Department to 
that of the Interior Department, in H. R. 8127, a bill to provide 
for the transfer to the Department of the Interior of the pub- 
lic-works functions of the federal government. The Bureau of 
Public Roads and the river harbor work also would be trans- 
ferred to the Interior Department under the Dill. 


MONEY FOR BARGE LINES 
The bill (S. 1760) introduced by Senator Shipstead, of Minne- 
sota, providing for an increase in the capitalization of the Inland 
Waterways Corporation, would amend the first sentence of the 
act creating the corporation to read as follows: “The capital 
stock of the corporation shall be $15,000,000, all of which is 
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hereby subscribed for by the United States.” Before a copy of 
the bill was available, it was stated at the senator’s office that 
it provided for a total capitalization of $10,000,000. - The 
corporation is now Capitalized at $5,000,000 and all the stock 
has been bought by the government. Senator Shipstead’s 
bill would, if enacted, make $10,000,000 additional available for 
expenditure on the barge lines of the government. 


POSTAL RATES ON FARM PRODUCTS 


Senator Trammell, of Florida, has introduced S. 1459, a bill 
providing for a reduction of 25 per cent in parcel post rates 
on products of the farm, orchard and grove, when mailed by the 
producer of such products, and for a reduction of 50 per cent 
on products mailed between points on a local rural route. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 10 
totaled 877,600 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 40,637 cars below the preceding 
week, when 918,237 cars were loaded instead of 915,408 as orig- 
inally reported. The difference is due to a correction made by 
one road in its report for that week. 

The total for the week ended December 10 was a decrease 
of 114,855 cars under the same week last year and 131,096 cars 
below the same week in 1925. 

Revenue freight loading by districts the week ended Decem- 
ber 10 and for the corresponding period of 1926 was reported 
as follows: 


Eastern district: Grain and grain products, 7,683 and 9,351; live 
stock, 3,355 and 3,034; coal, 39,553 and 57,232; coke, 2,270 and 2,953; 
forest products, 4,038 and 4,337; ore, 877 and 1,122; merchandise, 


65,197 and 65,823; miscellaneous, 71,132 and 75,408; total, 


1927, 194, 105; 1926, 219, 260; 1925, 222,609. 

‘Allegheny district: Grain’ and grain products, 3,454 and 4,260; 
live stock, 2,259. and 2,632; coal, 39,064 and 62, 070; coke, 4,331 and 
; ,643; forest products, 2,274 and 2, 726; ore, 1,305 and 2,737; merchandise, 
ks. 4, 53,442 and 53, 588; miscellaneous, 66,984 and 70,015; total, 
1927, “173, 113; 1926, 203, 671; i925, 199,174. 

Pocahontas district: Grain and grain products, 205 and 267; live 
stock, 108 and 122; coal, 31,537 and 45,085; coke, 426 and a i forest 
products, 1,386 and 1,830; ore, 192 and 143; merchandise, ae, 
7,584 and 7, 958; miscellaneous 4, 952 and 5, 466; total, 1927, 46, 3905 1926; 
61, 447; 1925, 59, 716. 

Southern district: Grain and grain products, 3,289 and 4,076; live 
stock, 2,023 and 2,054; coal, 26,023 and 31,439; coke, 484 and 726; forest 
products, 19,109 and 32, 070; ore, 1,253 and 1 ,249; merchandise, 

41,713 and 42, 000; miscellaneous 49, 704 and 59, 080; total, 1927, Ms "598: 
1926, 162,694; 1925, 166,255. 

Northwestern district: Grain and grain products, 10,437 and 
10,621; live stock, 8,801 and 11,596; coal, 10,739 and 11,444; coke, 1,557 
and 1,446; forest’ products, 13, 487 "and i5, 762; ore, 530 and 808; mer- 
chandise, "L. C. L., 28,314 and 32,436; miscellaneous, 26,817 and "29, 489; 
total, 1927, 100, 682: 1926, ii3, 602; 1925, 117,764. 

Central Western district: Grain ‘and grain products, 13,491 and 
11,638; live stock, 11,618 and 11,726; coal, 18,832 and 22,120; coke, 402 
and 353; forest products, 9,015 and 8, 384; ore, 3,260 and = 600; mer- 
chandise, L. C. L., 33,470 and 34,915; miscellaneous, 52,505 and 54, 595; 
total, 1937, 142, 593: 1926, 147,331; 1925, 4,784. 

Southwestern district: Grain and’ grain products, 5,550 and 5,460; 
live stock, 3,604 and at coal, 6,679 and 8,043; coke, 196 and 294: 
forest products, 7,565 and 8,454; ore, 463 and 409; merchandise, Is. C. 
L., 17,184 and 17, 107; miscellaneous, 35,878 and 41,703; total, 1927, 
$45 119; 1926, 84, 450: 1925, 88,394. 

Total, all roads: Grain and grain products, 44,109 and 45,673; 
live stock, 31,768 and 34,144; coal, 172,427 and 237,433; coke, 9,666 and 
11,991; forest Se, os, 874 and 63, 563; ore, 7, 880 and 10, 068; mer- 
chandise, ia © 904 and 253,827; miscellaneous, 307, 972 and 
335,756; total, i927, “er7, 80. 1926, 992, 455; 1925, 1,008,696. 


Loading of revenue freight this year compared with the two 
previous years follows: 


192 192 925 

Five weeks in January........... 4,524,749 4,428,256 4,456,949 
Four weeks in February.......... 3,823,931 3,677,332 3,623,047 
Four weeks in March............. 4,016,395 3,877,397 3,702,413 
Five weeks in April.............. 4,890,749 4,791,006 4,710,903 
Four weeks in May..............:. 4,096,742 4,145,820 3,869,306 
WOU MO FE Rc oc cc evciscoccs 3,974,160 4,089,340 3,965,872 
BiVGe WOGES fh JOLY. 2... cccccccese 4,935,397 5,213,759 4,945,091 
Four weeks in August............ 4,249,359 4,388,118 4,321,427 
Four weeks in September......... 4,360,022 4,523,112 4,297,936 
Five weeks in October........... 5,587,921 5,967,576 5,537,159 
Four weeks in November......... 3,822,620 4,248,272 ,093,715 
Week of December 3.............. 918,237 a, (051, "219 7 ,020,839 
Week of December 10............. 877,600 992, 455 1,008; 696 

MN Gb ick 0sbdR tose ceeeee eee 50,077,882 51,393,662 49,553,353 


COMMERCIAL AVIATION 


Prediction that within three years commercial airplanes 
in the United States will fly 50,000 miles daily has been made 
by W. Irving Glover, second assistant Postmaster-General, in 
connection with a report made by him to Postmaster-General 
New on present mileage and tonnage on commercial air lines 
carrying United States mail. 

This report shows that at present these lines are flying 
17,314 miles daily, with the prospect of an additional daily mile- 
age within three months of 4,094, making a total of 21,408 miles. 

The length of existing routes on which air mail is carried 
is 9,000 miles, to which 2,047 miles will be added within three 
months. In November planes in the contract air mail service 
traveled a total distance of 456,434 scheduled miles, carrying 
141,079 pounds of mail, for which the contractors were paid 
$304,082. 
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DENTON APPOINTMENT APPROVED 


ALBERT H. DENTON 


The Senate commerce committee, after an executive ses- 
sion, December 20, ordered a favorable report to the Senate on 
the nomination of Albert H. Denton, banker, of Arkansas City, 
Kan., to be a member of the Shipping Board. Mr. Denton 
appeared before the committee while it was in session. He 
was nominated by President Coolidge as successor to W. S. Hill, 
of South Dakota, on recommendation of Senator Curtis, of 
Kansas. 

On account of the death of Senator Jones, of New Mexico, 
the Senate adjourned early December 21 and did not act on 
the favorable report on the nomination of Mr. Denton. The 
Senate will not be in session again until January 4, a resolution 
having been previously adopted by the House and Senate pro- 
viding for a holiday recess from December 21 to January 4. 

Mr. Denton was born on a farm, which he still owns, in 
Cowley county, Kan. He entered the employment of the Home 
National Bank, of Arkansas City, Kan., as a messenger boy and 
in later years became president of the bank. He recently dis- 
posed of his interest in the bank and as a national bank receiver 
has been engaged in winding up the affairs of closed banks in 
Iowa and Texas. Several years ago he was recommended by 
leading bankers for appointment to the Federal Reserve Board 
and later was offered the governorship of the Farm Loan Board 
but he declined the appointment. He does not profess to know 
anything about the shipping business but favors the develop- 
ment of an American merchant marine. Confirmation of his 
nomination is expected when the Senate reconvenes. As a mem- 
ber of the Shipping Board, he will take over the duties that were 
assigned to former Commissioner Hill, which include supervi- 
sion of the board’s bureau of finance. This bureau handles all 
financial matters that come before the board, the construction 
loan fund, insurance, collection of accounts and liquidation of 
past due securities. 


CARRIAGE OF GOODS BY SEA 


The Trafic World Washington Bureau 


A hearing on the question of the United States adopting the 
so-called Hague rules governing the carriage of goods by sea 


‘was held by the Senate foreign relations committee, December 


22. The treaty now pending before the committee, embodying 
the rules, and the bill (S. 1295) on the subject recently intro- 
duced by Senator Borah, chairman of the committee, to give 
effect through statute to the provisions of the treaty, were 
discussed. 

Charles € Haight, chairman of the bill of lading committee 
of the Inter tional Chamber of Commerce, urged that the 
treaty be ratified and opposed handling of the matter through 
“nactment of a bill as proposed by others. He said all agreed 
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there should be uniformity with respect to rules governing the 
carriage of goods by sea. He said there was some objection to 
provisions in the rules relating to deviation and claims but he 
did not think that should prevent ratification of the treaty. 

R. C. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, said the League favored 
adoption of the rules by statute, if possbile, and if not by that 
method, then by treaty with reservations that, among other 
things, would preserve the rights shippers now have under the 
Harter act. 

Commissioner Plummer, vice-chairman of the Shipping 
Board, made a brief statement, pointing out objections the board 
had to some of the provisions. The board feels that there is a 
fundamental question whether freedom of contract between 
American citizens, when such contracts do not in any way 
involve international relations, should be impaired through the 
instrumentality of an international agreement, in the develop- 
ment and adoption of which agreement the House of Representa- 
tives of Congress has not had and can not have a part, as dis- 
tinguished from legislation in regular course in which both 
Houses must concur. Mr. Plummer raised a question as to 
British shipowners being protected by a law enacted by the 
British Parliament that carried certain exemptions from the 
rules. He said the bulk of the protection for the shipper claimed 
under the rules had been eliminated by the British law. 

Norman Draper, representing the Institute of American Meat 
Packers, said that while it had been said that the objections to 
some of the provisions in the rules were not important, shippers 
contended that the objections were important. He referred to 
the provision in the treaty providing for “reasonable deviation” 
and said that that was objectionable because no one knew what 
“reasonable” meant. Chairman Borah thought the courts had 
defined “reasonableness” but Mr. Draper contended that while 
that was true as to courts in the United States, the shipper sell- 
ing goods to foreign countries would met with varying interpre- 
tations of the word “reasonable.” . 

Witnesses were asked by Chairman Borah to submit their 
objections in writing for consideration by the committee. 


MARINE INVESTIGATION 


Representative Black, of New York, has offered in the House 
a resolution (H. Res. 69) providing for appointment of a select 
committee of the House to inquire into the efficiency and strength 
of the navy and the building up of the American merchant 
marine. 


OVERSEAS RATES 


The Traffic World New York Bureau 


The full cargo markets have been without special features 
in the last week. Rates have remained at about the previous 
low levels, with no developments indicating advances in the 
immediate future. Grain has practically disappeared from the 
list of fixtures, but as a partial offset to this dullness, there 
has been a slight increase in business in other trades. Ship- 
owners, in some instances, have accepted the prevailing rates 
in order to get their vessels into operation, but in most instances 
they are withholding their ships in hope of an improvement 
later in the month. 


One grain fixture was completed from St. John at 15% cents 
to the Mediterranean. A vesseel was fixed from Hampton Roads 
for coal at $3.25 a ton to Rosario for December-January loading. 
Ships can probably be placed in the Brazilian coal trade at 
about the same rates. Coal space to West Italy is being quoted 
at $2.40 to $2.50 a ton, which are regarded as nominal figures. 
A sugar fixture is reported from Cuba to the United Kingdom 
or Continent at 16s per ton, and further inquiries are in the 
market for December and January. Time charters are weak, 
but business in this direction, particularly for the West Indies 
trade, is improving slowly. 


The only fixture in the Atlantic ports grain trade in the 
last few days is a vessel for barley at 11% cents a 100 pounds to 
Bremen. There is a general feeling among brokers, however, 
that the present low rates, due to the presence of “distress” 
ships, represent a temporary condition only, and that a general 
improvement will be noted upon the appearance of any sus- 
tained demand. 

An incident of interest in the full cargo trades is the an- 
nouncement of the Studebaker Corporation that it has chartered 
the steamer Eberstein for a shipment of untrated automobiles 
to Europe, a total of about 500. This is understood to be the 
first time that cars have been shipped unboxed and if it proves 
successful it may lead to general adoption of this innovation. 

Transpacific traffic phases were taken up by the Pacific 
Westbound Conference, in session at Santa Barbara. The quar- 
terly meeting was made interesting by the appearance of repre- 
sentatives of the Kerr Lines and the newly reestablished Java 
Pacific Line, both of which have accepted invitations to partici- 
pate in rate agreements. The Kerr Lines and the Java Pacific 
Line have reached an understanding on rates to the Dutch East 


























































































THE TRAFFIC WORLD Vol. XL, No. 26 


Establish Here 4 1 













_ va—Southgate Industrial Deeater 
(Fifty Acres of Open Land—Concrgoors, F 


Locate ON THE FRONT LINES for Foreign Trade by establishing 
Your Own ASSEMBLY or FINISHING plant for EXPORTS right at the} quate 
Shipside—A plant location with Ocean Ships on one side and Eight Trunk 
Line Railroads on the other. AT SI 


Ship it flat or K.D. to Shipside here — Finish and Assemble forf Line . 
EXPORT—Good Management will know what this means, i.e: Elimination 
of higher Freight Costs in train miles on Finished products to Shipside— 
Increasing volume of Foreign Sales by removing these obstacles betwee! 
you and your Foreign Markets. 


Southgate Forwardin & 


(Operating Somte Ter 
NORFOLK, VA. 


4) 





Happ 






December 24, 1927 





THE TRAFFIC WORLD 


Plant for Export 





Dedyater and Rail Terminals—Portsmouth, Va. 
-oncr@oors, Foundations and Buildings) 
















hing No one located on SOUTHGATE TERMINALS has ever lacked ade- 
the | quate Steamship services. 
unk 


It is here that you can buy or lease from feet to acres for a location 
AT SHIPSIDE and at the same time enjoy the Direct service of Eight Trunk 

for J Line Railroads. 
tion 
Je— 
yeel 


No Man can get nearer the _ ships than this. 


Submitting in this way something constructive, while Wishing You a 
Happy and Prosperous New Year. 


in & Storage Company 


g Somte Terminals) 
PORTSMOUTH, VA. 






































1498 





Indies, upon which, it is understood, will be premised a per- 
manent agreement. 

A. F. Sidebotham, Pacific coast manager of Furness (Pa- 
cific), Ltd., was elected chairman of the Pacific Coast-Europe 
Conference at the quarterly meeting at San Francisco. He 
succeeds John J. Walsh, assistant manager of the same line. 
The following rate changes were authorized by the conference: 

Present rate on citrus fruit extended to December 31, 1928; 
asphalt, 54c contract rate to United Kingdom-Continent, 50c to 
Scandinavian ports, minimum 500 tons; non-contract, 50c; new 
rate of $15 w-m on bed springs, mattresses; wood burls, 90c 
a hundred pounds, and dried peas reduced from $1 to 90c. 

Renewal of the fight against differential railroad rates in 
favor of Portland on all grain moving from eastern Washington 
and Oregon south of the Snake River to Pacific northwest ports 
was started this week by the port of Seattle and the Seattle 
Merchants’ Exchange. As the result of approval by the Port 
Commission of a resolution drawn by a special rate advisory 
committee of the Merchants’ Exchange, a conference between 
Seattle, Tacoma, Longview, Astoria and other port officials of 
the Pacific northwest will be called to determine what action 
should be taken to eliminate the differential. 

Introduction in the Senate of a resolution to mandate the 
Commission to hold a special hearing that will enable a review 
and reconstruction of the present rates on wheat and wheat 
products from the states of Washington, Oregon, Idaho and 
Montana will be sought. 

The fight of municipal and private port terminals in the 
south Atlantic area to retain such segregation of port charges 
as now exist and to obtain the Commission’s permission for 
certain increases in the rates for wharfage, storage and handling, 
will be continued at a rearing to be held in Jacksonville early 
next month. 

An appeal to the Shipping Board to place a ban on the split 
delivery plan in the intercoastal trade is being considered by 
attorneys for the Portland Traffic and Transportation Asso- 
ciation, according to advices from the Pacific coast. Manufac- 
turers, wholesalers and jobbers, it is stated, have experienced 
disastrous competition as a result of this plan, which enables 
their eastern competitors to quote carload rates on small con- 
signments to Pacific coast buyers and consequently slash their 
delivered prices. They are sending agents to the west coast 
to take orders from customers heretofore served by the Pacific 
coast firms, and western wholesalers and jobbers are up in 
arms. The split delivery plan, it will be recalled, was first 
adopted by the Calmar Line, then by the Isthmian and Argonaut 
lines, and finally by the Intercoastaal Conference lines. 

E. W. Stringfield, traffic manager of the Philadelphia Tide- 
water Terminal, states that one of the largest importers of 
myrobolans for use in the tanning industry, has made arrange- 
ments to route through the port of Philadelphia shipments which 

formerly moved via New York. The shift is said to have been 
* due to refusal of lighter captains in New York to give receipts 
for a certain number of bags containing specific weights, as well 
as to delay and expense incidental to lighterage and additional 
weighing. At Philadelphia the weighing is to be done without 
additional expense. 


EXPORT STEEL RATES PROTESTS 


The Traffic World Washington Bureau 


The American Rolling Mill Company, Middletown, O., in a 
telegram to the Commission, in respect of the proposal of the 
Official Classification territory lines to reduce export steel rates 
for an experimental year from December 31 (see Traffic World, 
December 17), suggested that the Commission should not per- 
mit the struggle between the two dominating steel interests, 
United States Steel Corporation and Bethlehem Steel Company, 
to obscure what it calls the larger issue involved. It said: 


We most earnestly urge the Commission to permit the Trunk 
Lines and C. F. A. roads to carry out proposed one year test of 
effect of lower inland freight on export business as contemplaed 
in reductions published to become effective December 31. The Com- 
mission should not poruntt the struggle between the two dominating 
steel interests to obscure the larger issue of competition between 
American steel manufacturers as a whole and foreign producers. 
Export business has a stabilizing influence on American industry and 
is a powerful aid in preventing business depression and its attend- 
ant ills. The Commission should not overlook the fact that every 
ton of export steel produces a corollary movement of 7 tons and 
Bethlehem’s statement that carriers proposing reductions do not 
participate in this raw material movement is not true as to the 
plants of this company. Bethlehem is the only producer exporting 
this tonage that enjoys seaboard location and it is obvious they are 
attempting to retain present advantage over interior shippers re- 
gardless of the effect upon the industry as a whole. 


The trunk lines and the Central Freight Association lines 
have advised the Commission as to why they propose the ex- 
periment. R. H. Collyer, in behalf of the first mentioned group, 
has sent to the Commission a copy of the minutes of a public 
meeting held at Pittsburgh, October 14, at which the question 
was discussed. Vice-President Gross, of the Bethlehem Steel 
Company, author of the Bethlehem protest, opposed going for- 
ward with the plan on the ground that the export rates were 
involved in the Hoch-Smith iron and steel investigation. Mr. 
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Collyer also submitted a copy of a letter sent to Commissioner 
Campbell, advising him of the carrier intention to go ahead 
with the plan to reduce rates without waiting for the decision 
in the Hoch-Smith proceeding. 

The Lukens Steel Company, Coatesville, Pa., and the Alan 
Wood Steel and Iron Company, the latter also an eastern mill, 
have indorsed the Bethlehem protest and request for suspension. 

Kansas farmers have joined Atlantic seaboard iron and steel 
interests in the request of the latter that the tariffs proposing 
to reduce rates on export iron and steel be suspended. Clyde 
M. Reed, in behalf of the Farmers’ Cooperative and Educational 
Union of Kansas, Kansas State Grange, Kansas State Farm 
Bureau, Southwestern Cooperative Grain Marketing Association, 
Kansas Cooperative Wheat Marketing Association, Kansas 
Farmers’ Cooperative Commission Company, and Kansas Farm- 
ers’ Cooperative Grain Dealers’ Association, have suggested that 
the Commission suspend the tariffs “and that further proceed- 
ings regarding their lawfulness be set down for hearing in 
connection with docket No. 17000, Part 6 (iron and steel). We 
believe that this is the plain duty of the Commission under all 
the circumstances described and discussed above.” 

The circumstances described and discussed are those re- 
lating to the enactment of the Hoch-Smith resolution and the 
institution of investigations thereunder with a view to enabling 
the Commission to come to a conclusion as to what it might 
prescribe as the lowest possible lawful rates, on agricultural 
products. 

“A very vital part of the investigation in this case (No. 
17000) will be the rates upon export grain and grain products, 
including rates to north Atlantic ports. Although the Commis- 
sion has not yet reached that phase of the investigation, the rates 
on export grain and grain products are scheduled for considera- 
tion at Chicago some time in January, 1928,” say the Kansas 
farmers. They suggest that the Commission cannot ascertain 
what would be the lowest possible lawful rates without knowing 
what effect various proposals would have upon the revenues of 
the carriers. 

“Your petitioners therefore believe and urge,” continues the 
Kansas request, “that no widespread readjustment of rates upon 
those commodities which form the principal traffic of the car- 
riers should be undertaken by the Commission or permitted 
through voluntary action of the carriers that would materially 
affect their total revenues or interfere with the ability of the 
Commission to readjust rates in general accordance with the 
requirements of the Hoch-Smith resolution referred to, which, 
in the view of your petitioners, devolve upon the Commission 
a primary duty with regard to the rates upon agricultural prod- 
ucts. If any other policy should be followed a condition might 
be created which would affect the ‘lowest possible lawful rates,’ 
because, under pressure from concentrated power of the pro- 
ducers and shippers of commodities such as steel, coal, lumber, 
etc., so-called voluntary readjustments of rates might be made 
by the carriers by which the producers and shippers of such 
commodities, other than agricultural, might receive such ben- 
efits and the revenues of the carriers be so depleted that the 
Commission would be unable to accord to the products of agri- 
culture that relief which the Congress had in mind when the 
Hoch-Smith resolution was passed.” 

The Youngstown Sheet & Tube Company, in its communi- 
cation in regard to the proposed reduced rates, said it trusted 
the petition of suspension filed by the Bethlehem Steel Company 
would be denied. 

The Phoenix Iron Company and Phoenix Bridge Company, 
Philadelphia, indorsed the Bethlehem petition. The Republic 
Iron & Steel Company, and the Koppel Industrial Car & Equip- 
ment Company, Koppel, Pa., near Pittsburgh, asked for the de- 
nial of the Bethlehem petition, and the South Chester Tube 
— Chester, Pa., said it was in accord with the Bethlehem 
request. 

The United States Steel Products Co., the subsidiary of the 
United States Steel Corporation which handles the export busi- 
ness of that corporation and its subsidiaries, has made a detailed 
answer to the protest of the Bethlehem Steel Co. E. P. Thomas, 
president of the products company, in beginning a long review 
of inaccuracies he attributes to Vice-President Gross, author of 
the Bethlehem protest, says: 


Our attention has been directed to the I ye of the Bethlehem 
Steel Co., as published in the Daily Traffic World of Tuesday, Decem- 
ber 13, against certain reduced export rates on iron and steel articles, 
carloads, from points in official territory to north Atlantic ports, the 
text of which protest has since been secured. Because this protest 
contains ‘statements which are inaccurate and in many instances 
entirely unrelated to the subject matter of the protest, it is deemed 


proper to direct the attention of the Commission to certain of these 
inaccuracies. 


Alleged inaccuracies are dealt with in twelve sections. - Mr. 
Thomas said that the declaration in the Bethlehem protest that 
the export rates established September 6, 1921, at 75 per cent 
of the domestic rates and the 10 per cent reduction made in 
1922 were “in general . . . accepted as satisfactory by the steel 
producers in official territory” was erroneous as shown by the 
record in the iron and steel part of the Hoch-Smith investigation. 


Mr. Thomas further asserted, to show the erroneous character 
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of that part of the Bethlehem protest that Mr. Gross, then 
general traffic manager for the protesting company, signed an 
application May 9, 1921, for the establishment of export rates 
on the basis of —— the domestic rates, with the customary 
port differential adjustment. Mr. Thomas said that among the 
things then said by the application, signed by Mr. Gross, was 
that that “we believe the situation at present more than justifies 
the immediate consideration of the matter.” 

“It is not true,” says Mr. Thomas, “that Bethlehem has from 
the outset been vitally opposed to any further concession in 
favor of export traffic.” He made that declaration on the author- 
ity of the application signed by Mr. Gross in 1921. He added 
that neither the Bethlehem nor any other steel company sub- 
mitted any testimony in opposition to the testimony of the 
steel products company, at Pittsburgh, which was for the estab- 
lishment of lower export rates. 

“In these circumstances we assert unqualifiedly there is no 
merit to Bethlehem’s contention that from the outset they had 
been vitally opposed to any further concession in favor of the 
export traffic,” added Mr. Thomas. He characterized as “mis- 
leading and untrue” the declaration of the Bethlehem that this 
reduction was proposed “in return for a promise by the United 
States Steel Corporation of 500,000 additional tons of export 
business per annum and that similar promises were made to 
secure the reduction in 1921 but the increase in tonnage was 
not forthcoming.” Mr. Thomas said that the estimated increased 
tonnage was not achieved because, as he said, of the inadequacy 
of the reduction. He said no definite promise of increased ton- 
nage was made. In part, Mr. Thomas further said: 


TENTH: It is not true that “within a few weeks of the filing 
of the briefs * * * ’”’ the United States Steel Corporation ‘‘made pri- 
vate approaches to the carriers and ultimately prevailed upon the 
majority of them to vote for further reduction.’’ Said memorandum 
of Chairman Collyer, dated October 21, 1927, specifically sets forth 
that ‘‘the carriers in the eastern territory had before them for several 
years requests from exporters of manufactured iron and steel articles 
to assist them, by means of further reductions in rates on these 
commodities, in their endeavor to meet the competition of European 
producers in the sale of these commodities in foreign markets, and 
so forth’; and as therein stated the rates were published ‘In the 
light of the facts placed before them and followed docketing of the 
proposal for public hearing.’’ This public hearing was held in Pitts- 
burgh on October 14, 1927, at which hearing practically all the prin- 
cipal iron and steel manufacturers in the official territory were repre- 
sented, including the Bethlehem Company, for whom Mr. Gross and 
his counsel appeared. This was the first advice the Steel Products 
Company had that the Bethlehem Company was opposed to a reduc- 
tion in the proportional export rates on iron and steel articles. 

LEVE The assertion that ‘‘to enable it to prevail upon 
the carriers to propose this reduction, United States Steel Corporation 
made representation to the Commission in chambers that all inter- 
ested parties were content to have the export rates adjusted outside 
of the case, docket No. 17,000, Part 6, and in so doing, it specifically 
assured the Commission that such a course was satisfactory to the 
Bethlehem Steel Company, etc.,’’ is absurd and, moreover untrue. 

TWELFTH: Moreover, the statement of Mr. Gross with respect 
to the movement into the corporation’s plant at full rates ‘‘not over 
the lines of the trunk line carriers,” is a misstatement of the facts. 
Large tonnages of ore, coal, coke and limestone into the plants of the 
subsidiary manufacturing companies of the Steel Corporation and of 
the steel industries generally moved over the lines of the trunk line 
carriers not only in the Pittsburgh district, but also in the Mahoning 
and Shenango Valleys and other districts. Mr. Gross has overlooked 
the important fact that the vast majority of the mills of the six 
subsidiary companies of the Steel Corporation named in his protest 
are located on the trunk lines and not on the lines of the Union or 
Bessemer & Lake Erie Railroads. 

Likewise erroneous is the statement that ‘‘the independents must 
pay to these three roads (Duluth, Missabe & Northern, Duluth & Iron 
Range and Bessemer & Lake Erie) rates which are so exorbitant 
that their combined 1925 earnings amounted to 73 cents for each 
gross ton of finished product produced by the United States Steel 
Corporation, and constituted nearly one-tenth of its total 1925 earning 
prior to interest.” Here it should be emphasized that again Mr. 
Gross has misstated the facts. Not one ton of iron ore moving over 
the Bessemer & Lake Erie is transported for any steel manufacturing 
company other than a subsidiary of the Steel Corporation. All the 
rates assessed upon these iron ores are Commission fixed rates and 
are not embraced in any of the tariffs under discussion. 

Again, exhibit No. 424, for example, relied upon by the Bethlehem 
Company, shows the earnings on the Duluth & Iron Range to be 
$2,101,182, while the fact is that the total net railway operating 
income for that road from all traffic for the year named was- but 
$257,981. The figures in the exhibit relied upon have been unwar- 
rantedly misstated and increased to the extent of at least $10,810,479 
(R. 3972 to 3975). We merely cite these figures to this Commission 
as vent of the many inaccuracies set forth in Mr. Gross’s memo- 
randum, 


Communications from the traffic division of the Pittsburgh 
Chamber of Commerce and the Sharon Steel Hoop Co., Sharon, 
Pa., favor the proposal of the eastern carriers and oppose the 
suspension petitions of the Bethlehem and other eastern iron 
and steel manufacturers. 


Arguing against the suspension of the proposed reduced 
export steel rates, the American Rolling Mill Company, supple- 
menting a telegram to that effect, suggested that “the carriers 
could well afford to haul the finished material at cost or below 
in order to bring about this larger movement of the raw ma- 
terials. This is a principle commonly applied in industry and 
is just as applicable to the business of transportation as to 
any other business.” 

Prior to suggesting rates on the finished material at or 
below cost, the rolling mill company said that it took seven 
tons of raw materials to produce one ton of the finished product. 
It pointed out that the carriers proposing the reduced export 
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rates were the ones that brought raw materials to its plant at 
Middletown, O. It said the scrap iron was drawn largely from 
Chicago and Detroit, 267 and 224 miles distant; limestone from 
Bloomington, Ind., 169 miles; coal from West Virginia, more 
than 200 miles; and firebrick, machinery, ingot molds and other 
equipment from the Pittsburgh district, 283 miles. 

“These are by no means short hauls,” said the mill, “and 
the roads that participate in them are in a large measure the 
roads that carry the finished product to the Atlantic seaboard.” 

The rolling mill company said that in the war period it 
obtained a foothold in Europe because of war exigencies and 
because the superiority of its product became known to Euro- 
pean consumers. Since the war, it said, it had become increas- 
ingly difficult to retain that foothold because the European 
manufacturer had realized the necessity of improving his prod- 
uct; and that he was making such strides toward improving 
his product that the American manufacturer now needed all 
the assistance that could be given him if his business in foreign 
lands was to continue. 

- The Jones & Laughlin Steel Corporation holds that the 
protests of the Bethlehem Steel Co. and the Kansas farm or- 
ganizations do not justify suspension of the rates. Detailed 
answers to the Bethlehem allegations, the Jones & Laughlin 
answer to the petitions for suspension said, had been made by 
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other interests and would not be duplicated by it. 

“The obvious motive is self interest of the Bethlehem in its 
competition with other members of the industry,” said the Jones 
& Laughlin answer, “in disregard of the interests of the indus- 
try as a whole, the carriers’ judgment of their best interest, and 
general business conditions to the extent they are involved 
with steel and railroad activity. g 

“The protest filed by counsel for the farm organizations 
of Kansas calls for little reply. The protest rests on the Hoch; 
Smith resolution. It alleges that reduction of export rates on 
steel will reduce aggregate revenues to the point of endanger- 
ing that preferred treatment of agricultural products called for 
in the Hoch-Smith resolution. No facts are submitted to sup- 
port the assumption that the reduced rates will reduce aggre- 
gate revenue. Contrary to the farm organizations’ protest, we 
have the judgment of the carriers that the reduced rates will 
increase traffic to the benefit of total revenue. ie 

“It is wholly safe to assume that the conditions surround- 
ing the export trade were fully presented to the carriers. It 
must be assumed that carriers acted in good faith and upon 
their best judgment. There is nothing in the interstate com- 
merce act detrimental to the carriers’ right to initiate rates. 
It is taken for granted that the Commission welcomes the 
sound exercise of judgment by the carriers and does not seek 
to substitute itself as manager of the railroad. Further, that 
the power to fix minimum rates is one which the Commission 
has exercised sparingly, and properly so, in keeping with the 
extreme nature of the power. In these circumstances an ex- 
traordinary degree of proof, the strongest sort of prima facie 
case, should be required before the Commission will exercise 
its power to suspend these reductions.” 

Saying that he had*noted in the Daily Traffic World that 
Mr. Gross, vice-president of the Bethlehem Steel Co., had asked 
for the suspension of the reduced rate tariffs, R. B. Robinson, 
general traffic manager of the Central Alloy Steel Corporation, 
Massillon, O., said the reduction would assist it in foreign com- 
petition and would stimulate foreign buying. Therefore he 
asked that the rate be allowed to become effective. With the 
high cost of manufacture in this country, he said, any small 
reduction helped in building up foreign trade. The company, 
he said, had had but little export business since the war and be- 
lieved that the reduction would stimulate the foreign trade es- 
pecially in South America. 

“The Commission,” said Mr. Robinson, “should not allow 
a disagreement between the two largest steel companies of 
this country to interfere with the steel companies as a whole 
from building up a foreign steel trade. The Bethlehem Steel 
Co. with its Sparrows Point plant have the advantage of sea- 
board rates, while our inland plants must absorb the rate to 
seaboard to compete.” 

The Wheeling Steel Corporation, Wheeling, W. Va., and the 
Trumble Steel Co., Warren, O., have asked the Commission to 
allow the proposed reduced export rates to go into effect with- 
out suspension. 


SHIPPING DISCRIMINATIONS 


The Traffic World New York Bureau 


The directors of the Maritime Association of the Port of 
New York have forwarded to President Coolidge, the Shipping 
Board, and other government departments resolutions dealing 
with discrimination by Great Britain, Canada, and Australia 
against American shipping. These matters have been studied 
thoroughly by the committee on steamship affairs of the asso- 
ciation, which has put its conclusions into the form of resolu- 
tions. 

Attention is directed to regulations of the Canadian govern- 
ment that require that cargoes destined for Canada must be 
routed through Canadian ports and not through United States 
ports, in order to obtain the benefit of a preferential duty, and 
also set forth the understanding that cattle shipped from Canada 
or from the United States passing through Canada must be 
slaughtered immediately on arrival in England, if exported 
through a United States port, but if cleared from a Canadian 
port, the cattle may remain in pastures throughout England for 
fattening before being slaughtered. 

The Maritime Association is advised by the State Depart- 
ment that the matters referred to in the resolutions are receiv- 
ing the careful attention of the department, but that the in- 
formation in the hands of the department with respect to the 
shipment of cattle does not coincide precisely with that con- 
tained in the resolutions. The department’s information is that 
Canadian cattle are admitted to the United Kingdom for feeding 
purposes, while American cattle must be slaughtered in quar- 
antine within ten days after arrival in a port of the United 
Kingdom. 

The Canadian cattle must be shipped from a Canadian 
port apparently for the reason that they must be inspected by 
veterinary officers of the Canadian government before shipment, 
and it is the view of the State Department that the loss of such 
traffic to American ports appears to be incidental rather than 
the primary object of the regulations in question. 
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The following is an extract from the Canadian tariff act 
of May, 1923, revised in June, 1926, and effective June 1, 1927: 


The importers of goods entitled to the benefits of the British 
preferential tariff shall be entitled to a discount of 10 per cent on 
the amount of duty computed under such tariff when such goods 
are conveyed, without trans-shipment, from a port of a country 
enjoying the benefits of the British preferential tariff into a sea or 
river port of Canada; 

Provided, that goods entitled to the benefits of the British pref- 
erential tariff shall be entitled to the discount authorized by this 
section when such goods are shipped on a through bill of lading 
consigned to a consignee in a specified port in Canada when such 
goods are transferred at a port of a British colony or possession 
not enjoying the benefits of the British preferential tariff and con- 
pnt without further trans-shipment into a sea or river port of 

anada. 

Provided, however, that this discount shall not apply to duties 
on any of the following articles, viz.: Wines, malt liquors, spirits, 
spiritous liquors, liquid medicines and articles containing alcohol; 
sugar, tobacco, cigars and cigarettes. 

Provided further that this discount shall not apply in the case 
in which the duty does not exceed 15 per cent ad valorem, or in the 
case of a specific duty and an ad valorem duty combined in which 
the computed rate does not exceed 15 per cent ad valorem, or to 
goods admitted into Canada, which have the benefit of reductions 
provided for in the Canada-West Indies trade agreement. 


As a result of confused interpretations of the Order in 
Council dated December 1, 1926, referring to the application of 
special tariff rates to goods imported direct to Canadian ports 
beginning April 1, 1927, the following statement from Ottawa 
was published in United States Commerce Reports January 24 
last: 


By act of Parliament, passed June 4, 1926, the benefits of the 
British preferential tariff were confined to goods imported direct to 
Canadian ports or shipped to Canada on a through bill of lading via 
British ports without trans-shipment at any non-British port on and 
after January 1, 1927. On order in council, passed Dec. 1, 1926, limits 
special tariff rates as low as or lower than the British preferential 
rates to goods imported direct to Canadian ports on and after April 
1, 1927, and defines ‘direct’? as follows: Conveyed into a Canadian 
port on bill of lading from country of origin, showing ultimate des- 
tination to be Canada without contingency or diversion and without 
trans-shipment except at a port of any British country enjoying the 
benefits of the British preferential tariff. 


With respect to discrimination of the Australian govern- 
ment applying to Pacific Coast ports, the State Department 
states that representations have been made to the government 
of Australia in regard to the preferential treatment accorded 
merchandise coming from Canadian Pacific ports as compared 
with that imported from American Pacific ports, but that the 
Australian government has indicated an unwillingness to re- 
move the regulations. 

The regulations provide that, in the case of traffic moving 
through Vancouver as compared with United States Pacific 
ports, the amount of freight charges up to the United States 
Pacific Coast is added to the value for duty purposes when 
entering Australia, but the freight charges accruing in Canada 
up to the Port of Vancouver are not so added: It is understood 
that further representations are being considered by the United 
States government. 

In the resolutions adopted by the Maritime Association’s 
steamship affairs committee it was suggested that, if the re- 
spective governments decline to entertain suitable proposals 
along the lines suggested, the United States government “for- 
mulate and place in effect similar regulations in our behalf 
whereby a surcharge equal to that imposed upon our commerce 
shall be assessed in addition to the ordinary duty in traffic 
landed at ports in Canada for destinations in the United States.” 


MIDWEST AND MARINE 


In a bulletin to members of the Middle West Foreign Trade 
Committee, and others interested, Malcolm M. Stewart, chair- 
man, in calling attention to what President Coolidge, in his 
message to Congress, said with respect to the merchant marine, 
says: 


We were hopeful the president would at this time come out for 
some definite aid for the merchant marine and would recommend 
that, in the meantime, the congress do whatever might be necessary 
to keep our shipping services efficiently maintained and on a par with 
those operated under foreign flags. 

We do not know what the president had in mind when he stated 
the shipping board too often yields to pressure to protect private in- 
terests. We do know that, very recently, a majority of the shipping 
board refused to yield to private interests who wanted certain lines 
on terms that would be contrary to the direct mandate of the mer- 
chant marine act 1920 and for which action the members of the ship- 
ping board are being severely criticized by those interested. 

We do not believe our exporters and importers are indifferent 
about using American ships, but we do think constant agitation to 
get the government out of the shipping business, before sufficient aids 
are given private enterprises to take over the lines, is not helping the 
patronage of our lines. 

Constant efforts are made by people who want to get the govern- 
ment out of the shipping business to make it appear that the law 
directs the shipping board to sell all vessels, regardless of the con- 
sequences. The law clearly directs the shipping board first to es- 
tablish and maintain the merchant marine and second to sell the 
lines to private companies if by such sales the primary purpose of the 
law can be attained. 

With all due respect to the president, we maintain that the opera- 
tion of the American merchant marine, either by private enterprise 
or by the government, is of vital necessity to the proper growth of 
our foreign trade and for our national defense and that the benefits 
derived from this operation even by the government far exceed the 
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“THE RELIABLE” is one of the most important trains in the 


fleet of 61 named Pennsylvania freights that have set remarkable 
records for regularity and dependability of on time arrivals. 


A Freight Train 


Benjamin FRANKLIN, the sage of 
Colonial Philadelphia, once deliv- 
ered himself of a statement to the 
effect that nothing in this world 
is certain save death and taxes. 


Unfortunately Mr. Franklin trod 
this benighted planet in an era when 
“The Reliable,” a big Pennsylvania 
freight, had not begun its operations 
along the steel rails. 


Could he have witnessed the 
regular on time performances of this 
freight he would unquestionably 
have taken his quill in hand to make 
it a third member of his party of 
certainties. 


Keeping a rigid schedule —just like 
any great passenger flyer 


“The Reliable” roars along the road 
from Chicago to Columbus, Ohio, 


carrying cargoes of “perishable” and 
general merchandise. On the way it 
stops at Logansport, Indiana, where 


Here are four other named 
Pennsylvania freight trains 
whose regular on time ar- 
rivals have earned them 
distinctive names: 


‘*THE PACKER’’ 
Perishable Freight 
Chicago to Seaboard Cities 


‘“*THE BISON’’ 
Live Stock — Perishable 
Buffalo to Seaboard Cities 


“THE RENOWN’”’ 
Perishable — Merchandise 
Louisville to Chicago 


‘*THE ECLIPSE’’ 
Merchandise 
St. Louis to Seaboard Cities 





“that would meet Benj. Franklin’s test of certainty” 


it picks up freight consigned to the 
Columbus District. 


Each night this train leaves 
Chicago at a regular hour and its 
arrivals in Columbus have been con- 
sistently on time. These on time 
performances, turned in regularly 
over a long period of time, have 
established for “The Reliable” an 
excellent reputation with shippers of 
freight between Chicago and the 
Columbus District. 


Like the other trains in the Penn- 
sylvania’s “Limiteds of the Freight 
Service”’—““The Reliable” receives 
strict attention at all points along 
the way. A vigilant train crew and 
hundreds of men along the line com- 
bine their efforts to get this impor- 
tant train through consistently on 
time. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA KRaILROAD 
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burden on the treasury. The iene for our shipping services 
are comparable to the appropriations made for our bureau of foreign 
and domestic commerce of the department of commerce for the pro- 
motion of our foreign trade. And we find a vast majority of our 
people support this view. 

Until some form of aid is given by the government to enable 
private enterprise to permanently maintain all of our essential ship- 
ping services, we strongly urge that the government continue the op- 
eration of the services through private American companies who 
have the support of the communities served and that the congress 
from time to time authorize whatever new construction may be neces+ 
sary to efficiently maintain the lines, the cost of such new construc- 
tion to come from the construction loan fund of the shipping board, 
and with no cali on either the treasury or the taxpayers. 

This is no commitment to permanent government ownership and 
operation, but it is a most definite commitment to a permanent, 
efficient American merchant marine. 

And as long as the government remains in the shipping business, 
we favor the retention of the regional United States shipping board 
to maintain the services. This board was created by the congress 
as an independent body to manage our merchant marine and it was 
never contemplated that the president should direct the policies of 
the board any more than he would the decisions of the Interstate 
Commerce Commission. The shipping board represents the views of 
all — of our country, not alone one section, on this all important 
question. 


TAX ON FOREIGN-BUILT BOATS 


Representative Rainey, of Illinois, made an unsuccessful 
effort in the House to eliminate from the revenue bill a pro- 
vision providing for a tax on foreign-built yachts, pleasure boats, 
power boats, motor boats with fixed engines, and sailing boats, 
of designated sizes. The tax provided in the bill ranges from 
$10 to $40 for each foot of length of the vessels. 

Mr. Rainey said the provision in effect increased the excise 
taxes on foreign-built boats 500 per cent. He said there were 
178 manufacturers in the United States demanding enactment 
of the provision in question. He claimed that, statements to 
the contrary notwithstanding, the American shipbuilding indus- 
try “is prospering, prospering more than the shipbuilding 
industry of any other country in the world.” Continuing, he 
said, in part: 


This proposed increase in charges on foreign-built boats can in no 
particular be construed as a proposition to raise revenue. It is frankly 
the very opposite. It will act as a complete embargo, and there will 
be no revenue derived from that source in the future if this provision 
is enacted into law. We only collect $7,000 now, and that small amount 
indicates how negligible is this German competition. The demand for 
it is an unconscionable demand, presented by prosperous shipbuilding 
industries, whose business is not declining but is increasing at a 
greater rate than the shipbuilding industry of any other nation; in 
fact, the shipbuilding industry of every other shipbuilding nation in 
the world is declining. 

We now build in our yards more ships every year than are built 
in the yards of any other nation in the world except Great Britain, 
Italy and Germany. In 1924 we constructed in American shipyards 
a tonnage of only 58,000. On June 30, two years later, we had under 
construction in American shipyards a tonnage of 133,000, and six 
months later, on December 31, 1926, our tonnage under construction 
in American shipyards had increased to 151,000 tons. During the period 
I have mentioned tonnage construction has declined in the shipyards 
of every other nation of the world. We carry 47 per cent of our foreign 
commerce now in our own ships, and only 6 per cent of this amount 
is carried in our Shipping Board vessels. 

This is not a proposition which affects only the very rich. This 
is not an attempt merely to compel the very rich to buy their yachts 
from American ae amen It affects principally men of moderate 
means, and we would never have heard of this unconscionable attempt 
to place an embargo on foreign-built ships if it had not been for the 
fact that 15 small sailing boats for racing purposes were brought in 
from Germany about a year ago. These boats of this small type came 
in in an unusual way. They were brought on the decks of freighters 
and unloaded at Halifax—a foreign port—and then cume in under their 
own power to United States ports. 

These small boats only cost $13,000 each, including the costs of 
delivering them at Halifax. If they had been built in this country, 
protected as materials are by tariffs, they would have cost $22,000 each. 
Therefore American shipbuilders figure that they have lost in profits 
$8,000 on each of these 15 small sailing Doats, a total of $120,000 for 
all of them. We are asked now, in order to prevent a recurrence of 
this situation, to imperil our trade relations with Germany by placing 
this unconscionable tax on foreign-built boats. It will probably be a 
long time before conditions are such in the yacht-racing sport as to 
again bring about this situation. 


Representative Crowther, of New York, said “this is a mat- 
ter that does not require very much discussion’—that it was 
a tax on the wealthy yacht owner who preferred to spend his 
money in Europe rather than patronize an American shipyard. 
He said the tax was necessary because “our shipyards are not 
prosperous today, despite what the gentleman from Illinois said. 
The evidence given by men who represent them show that they 
are not prosperous. The reason boats are built over there is 
because there is a 33% per cent differential between the cost 
here and in Germany. This is largely due to low wage scales 
in Germany.” 

Mr. Rainey’s amendment to eliminate the provision was 
rejected. 


MARINE LEGISLATION 


Action on proposed merchant marine legislation will not be 
taken by the Senate commerce committee until after the holi- 
days. Copies of marine bills have been distributed to the mem 
bers of the committee for study. Senator Jones, of Washington, 
chairman of the committee, said if the committee, in January, 
favored S. 744, the bill introduced by him, providing for indef- 
inite government ownership of vessels and for replacement of 
vessels in the government’s merchant marine, it was not likely 
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that further hearings on the measure would be held. A similar 
bill was favorably reported to the Senate at the last session by 
the committee. Senator Jones expressed the personal view that 
the committee would approve a bill along those lines. The com- 
merce committee is to begin hearings on proposed flood control 
legislation January 23. 

Senator Jones has introduced S. 1781, a bill to establish 
load lines for American vessels. 

Senator Fletcher, of Florida, has had printed a proposed 
amendment to Senator Jones’ bill (S. 744) that would forbid 
the sale of any vessel by the Shipping Board without the con- 
sent of Congress. The Jones’ bill, as it stands, would require 
only the consent of Congress for the sale of new vessels con- 
structed under the replacement program authorized by the bill. 


MONEY FOR SHIPPING BOARD 


The subcommittee of the House committee on appropria- 
tions, in charge of the independent offices appropriation bill, 
of which Representative Wood, of Indiana, is chairman, is 
expected to interrogate closely witnesses for the Shipping Board 
when they appear in connection with the budget estimates for 
appropriations for the next fiscal year, with reference to the 
ship sales policy of the board. The testimony will be heard in 
executive session but will become available when the independ- 
ent offices bill is reported to the House. 


SHIPMENTS TO CUBA 


Shippers to Cuba are urged to use extreme care in making 
statement as to the origin of their goods to Cuba, says the De- 
partment of Commerce on the basis of a cable received from 
Frederick Todd, commercial attache at Havana. Goods of 
United States origin receive lower rates of duty than the 
similar products of any other country and a misdeclaration of 
origin by which goods from another country are declared as 
goods of the United States is regarded as constituting a fraud 
on the Cuban treasury, according to the statement. Particular 
care is urged with respect to collective shipments mostly of 
United States origin but including a few reexported items. The 
Cuban customs houses are penalizing misdeclarations of origin 
by confiscation of the goods. 


PARCEL POST REGULATIONS 


“Parcels addressed to foreign countries other than Mexico 
can not be sent collect on delivery,” says R. S. Regar, third 
assistant Postmaster General, in a statement as to erroneous ac- 
ceptance of parcels addressed to foreign countries for insurance 
or transmission as C. O. D. mail, continuing as follows: 


They can not be sent as insured mail to any foreign countries 
other than Canada, Great Britain and northern Ireland, the Irish 
Free State, Newfoundland (including Labrador), the Netherlands, and 
Portugal (including Madeira and the Azores). See arts. 112 to 134, 
pp. 134 to 139, of-the July, 1927, Postal Guide relative to interna- 
tional insurance and C. O. D. services.) It is expected that interna- 
tional insurance service will be established with other foreign coun- 
tries in the near future, of which due notice will be given. 

Parcels erroneously accepted as insured or C. O. mail ad- 
dressed to foreign countries with which insurance or collect-on-de- 
livery service has not been established (including C. O. D. parcels 
addressed to the Canal Zone and the Philippine Islands), received in 
transit, must be conspicuously indorsed ‘‘Returned insured contrary to 
instructions,” or ‘‘Returned, sent C. O. D. contrary to instructions,” as 
may be proper, and returned to the mailing office. Report these ir- 
regularities to the Third Assistant Postmaster General, Division of 
Registered Mails. 

Postal employes involved should be on the alert ‘to avoid the 
acceptance for insurance or transmission as C. O. D. mail of parcels 
addressed to foreign countries with which such services have not been 
established. Since no indemnity may be paid on account of the loss, 
rifling, or damage of parcels addressed to foreign countries which are 
erroneously accepted for insurance or transmission as C, O. D. mail, 
the postal employes at fault may be held personally responsible for 
any loss resulting from the erroneous acceptance of the parcels. 


DAMAGE TO PARCEL POST 


‘It is the purpose of the department so far as humanly 
possible to deliver all mail matter in the same condition in 
which it was originally mailed,” says John H. Bartlett, first 
assistant Postmaster General, in a statement to the postal serv- 
ice, continuing as follows: 


This is not always done. Sometimes the fault is something over 
which we have no control, but more frequently it is not. 

The first cause of damage to parcels in the mails is improper or 
insufficient wrapping or packing. This can easily be invoiced by receiv- 
ing clerks more carefully examining pe ae iy 4 wrapped or packed 
parcels, and refusing to accept them when it is manifest that they 
will not reach destination without damage, taking into consideration, 
of course, the character of the contents. When a parcel is refused 
on this account, it should not be done in a curt or gruff manner, 
but explanation should be made to the patron in order that he may 
appreciate our viewpoint and realize that it is to his advantage to 
have his parcel in proper order before mailing. 

Assuming that a parcel is properly wrapped or packed, the next 
greatest source of damage is rough handling. Parcels should never 
be thrown when they will land on trucks, floors, or other hard sur- 
faces, thus subjecting them to erushing or breakage. This applies 
both to clerks on the work-room floor and carriers in delivery. 

A little care and foresight in the handling of parcels will not only 
prevent a considerable aggregate loss to the patrons of the postal 
— but will avoid much criticism and complaint of the service 

self. 








Decembe 


ON 


OKL 





Re 











0. 26 


Milar 
mM by 
’ that 

com- 
ntrol 


Dblish 


osed 
orbid 
con- 
Juire 
con- 
bill. 


pria- 
bill, 
L is 
Oard 
; for 
the 
d in 
end- 





December 24, 1927 


OKLAHOMA 












DETROIT 





PITTSBURGH 


OMAHA 
KANSAS CITY at ont’ et 


\ ST. LOUI 







X CITY 





BIRMI GHAM 


Save Time and Money by 
Routing Through New Orleans 


Over $141,000,000 has been spent at New Orleans 
for wharf equipment and major improvements, 
in order to save time and money for shippers 
in the movement of freight through this Port. 

From large derricks, locomotive cranes, conveyors 
and tipples, to grain elevators with a total storage ca- 
pacity of 5,722,000 bushels, every provision has been made 
for efficient handling of freight at New Orleans. 

The New Orleans Public Belt Railway, a municipally 
owned and operated utility, co-ordinates all of the 10 
trunkline railroads, 80 and more steamship lines, inland 
water lines, and coastwise services which enter this Port. 

Here, too, the mild Southern climate favors the 
shipper the year ’round. Winter and summer, big ships 
come and go in the deep water harbor at New Orleans, 
unhindered by ice or other impediments. 

Distances are shorter from New Orleans to Latin- 
American ports than from New York. You save 600 
miles in shipping from this City to Panama, Havana, 
Chile, Colombia, Ecuador, Peru, Venezuela, Japan, China, 
Australia, and the Philippines. 

Every traffic manager should know the facilities 
offered at New Orleans. Write for detailed information, 
Address Room 204. 
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HE year 1927 has seen an 

investment of added millions 
in Terminal facilities designed to 
take care of commerce moving 
through the Port of Houston. 









The year 1928 will see more 
millions invested for the same 
purpose. 
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Coordinated Terminal Services 


Last of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Ultimate Goal in Coordinated Terminal Services 


The purpose behind all plans of coordinating motor with 
other transportation agencies is to place each instrumentality 
of transportation in its proper place according to the relative 
efficiency of the carriers in performing given transportation 
services. Coordination contemplates the linking together of 
electric railways, steamships, railroad and motor trucking serv- 
ices so that goods may be moved by a coordinated series of 
transportation agencies from the factories or warehouses of the 
shippers to the receiving places of the consignees in other 
cities, as free as possible from delays or breaks in the con- 
tinuity of the movements at the originating and delivering 
points. 

Coordination is the bringing of the things coordinated into 
the same order, the regulation and combination of several or 
many things into harmonious action, or the harmonization of 
objects into unity of action. The coordination of highway trans- 
portation with other instrumentalities of transportation is, there- 
fore, the bringing of motor transportation into the same order 
or status as the other. transportation agencies, the regulation 
and combination of all transportation facilities into harmonious 
action or relationship. 

The coordination of motor truck service with that of rail- 
roads, electric railways, and steamships, tends toward the ab- 
sorption of the motor carriers into a general, efficient trans- 
portation network on an equal basis with all other carriers. 
The several types of carriers may, through united action, render 
more nearly perfect service, so that goods may be moved more 
rapidly and efficiently from the place of business of the shipper 
to that of the consignee and at smaller cost to those who pay 
for the service—the users of transportation services. The goal 
for all—the railroads, the electric railways, the steamship lines, 
the motor carriers, the shippers and receivers of freight, and 
that important, but all too little considered class, the general 
public—is the same. In this, as in every other transportation 
problem of national importance, the interests of all are iden- 
tical. The aim is to obtain adequate transportation service at 
rates that are fair alike to the producers and consumers of 
transportation. 

The end to be attained is a national, privately owned, pub- 
lically regulated transportation system in which each trans- 
portation unit occupies its place. The place of each facility is 
determined by the relative efficiency with which each does its 
particular service. If, for example, it is definitely established 
that motor trucks haul certain freight for short distances more 
economically than the railroad, or steamship lines, or express 
companies, then the development of motor transportation in 
this type of short haul traffic should be encouraged and railroad 
facilities and talents should be devoted to the service of hauling 
the ever-increasing volume of long haul traffic. To do otherwise 
is to defy common sense and ignore the principles of economics 
which teach that the development of a strong economic system 
is based on the most efficient utilization of the productive 
factors. 


Coordination Does Not Imply Stultification or Subordination 


Coordinated transportation does not necessarily mean that 
the motor carriers will be relegated to a position of minor im- 
portance in the transportation system, or that motor truck lines 
will all be taken over by the railroads or other carriers. Co- 
ordination may mean the increase of the sphere of usefulness 
of the motor under independent ownership and operation as well 
as the ownership and operation of motors by railroads and 
steamship or control companies. Many who fear that railroad 
ownership of motor vehicles would injure these carriers have 
expressed the belief that the carriers mean by coordination that 
motor trucks should perform only that service the horse and 
wagon performed before the advent of the motor vehicle, and 
the railroads, electric railways, and steamship lines should con- 
tinue to perform the service they did in the days of horse and 
wagon highway commerce. 

There is no fear of this uneconomical system of transporta- 
tion being brought about through the coordination of motor fa- 
cilities with others. The motor vehicle is here to stay. The 
railroads and steamship company managements realize this as 
well as shippers and the general public. Many railroads are 
actively engaged in working out plans to extend the use of 
motor vehicles where motor service is cheaper than rail, in 
developing plans of using motors in station delivery services 
and even in substituting motor for rail facilities in certain parts 
of the freight transportation service. Certain railroads have 
made arrangements with independent motor operators to per- 


form these services while, in other instances, separate sub- 
sidiary companies have been organized to perform the motor 
services. In no case, has there been an attempt to limit the 
usefulness of the motor truck to the limits of the usefulness of 
the horse and wagon. 


Financial Interest Is Not Essential 


The coordination of rail and motor transportation may be 
brought about without the railroads having any direct or indi- 
rect financial interest in the motor carriers. Joint through rates 
and services by rail and motor routes will do much to establish 
a satisfactory system of coordination. This can be brought 
about without any community of financial interest between the 
carriers, just as through rates and routes are now made by 
joint rail, rail and water, and joint water carrier routes without 
common financial interest. 

There is little doubt that the railroads are carrying cer- 
tain classes of short haul less-than-carload freight at rates 
that do not cover their “out-of-pocket” costs, though the fact 
that many transportation services are performed subject to 
the working of the principle of joint cost and different methods 
of keeping costs by different railroads and motor freight op- 
erators make accurate comparisons of costs difficult. The 
Transactions of the American Society of Civil Engineers for 
1924 publishes a study of transportation costs in the St. Louis 
Terminal District and accurate comparisons were found im- 
possible, due to the diverse methods of cost keeping main- 
tained by the agents of the roads serving the district Simi- 
lar variations are found in the methods of cost keeping used 
by motor operators, so that it is impossible to say just what 
freight should be handled by motor and what should be handled 
by the railroads as the more efficient carriers without exten- 
sive and intensive experiments being conducted by rail and 
motor carriers. 


The Need for Adequate Public Regulation 


The coordination of motor transportation and the assimi- 
lation of motor carriers into our transportation system pre- 
supposes regulation by the state and federal regulatory com- 
missions. 


One of the most pressing reasons for the recognition of 
motor carriers as interstate carriers and their regulation by 
the state commissions and the Interstate Commerce Commis- 
sion is to protect legitimate motor carriers from irresponsible 
operators who cut rates, offer irregular service, and generally 
demoralize the business. Competent and impartial public reg- 
ulation of privately owned public utilities is the foundation of 
American transportation. Motor transportation within state 
boundaries is now generally regulated by state public utility 
commissions. It is unwise and inexpedient to regulate inter- 
state railroad, pipe line, express, and other transportation while 
interstate commerce carrier by another type. of carrier, the 
motors is not subject to similar regulation. ‘What logical 
reasons are there that interstate transportation by railroad 
should be regulated and interstate transportation by highway 
remain without adequate regulatory supervision? 

The assumption of such jurisdiction by the federal govern- 
ment over highway transportation does not imply that high- 
way transportation would be discriminated against unjustly 
or relegated to a position of relatively little importance. It 
would mean that each agency of transportation would be as- 
sisted in finding its proper sphere and each protected from 
unfair competition from other forms of~ transportation and 
from the ruthless competition of competitors in the same field. 
Federal regulation has often protected shippers from unfair 
railroad practices and railroads from their own folly. This 
country has outgrown rebating, rate wars, and gross discrimi- 
natory practices in railroad competition, and the best interests 
of all, especially the public, may be best protected if these 
lethal weapons of commercial warfare are denied to the motor 
carriers, as they have been to the railroads. 

If motor carriers were to be recognized as common car- 
riers, subject to the interstate commerce act, they would stand 
on equal footing with the railroads and could act as competing 
and connecting carriers to form a more efficient transportation 
system. Competition between the carriers would speedily be 
put on a fair basis. Joint services at joint through rates could 
be established and the services and rates regulated by the 
Commission. 

Regulation does not mean the elimination of competition 


Smith, Charles E., “The Railroad Freight Terminal. Problem i1 
St. Louis, Mo.’’ Transactions of the American Society of Civil En- 
gineers, Vol. LXXXVII, 1924, page 740. 
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MUSKOGEE, OKLAHOMA 
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between motor carriers or of the competition of motor lines 
with railroads. Regulation has not eliminated railroad com- 
petition. It. has eliminated “cut-throat” competition, competi- 
tion through rebates, unfair discrimination, and corrupt prac- 
tices, but it has stimulated fair competition on ethical and 
sound business bases. 


Regulation by the federal government does not imply that. 
all the traffic now carried over the roads by motors would 
be forced back to the rails. This would be done only if the 
government regulatory body were convinced that the rates 
charged by the motor lines were unremunerative and that rates 
on the same traffic between the same points by railroad were 
reasonably compensatory. In such cases, this body would, 
doubtless, forbid the motor carriers competing for such traffic 
at less-than-cost rates. The railroads, motor carriers, and 
shippers cannot reasonably expect to have transportation serv- 
ices performed at less than reasonably compensatory rates. 
The same reasoning would, doubtless, be applied by the regu- 
latory power in forbidding the railroads from competing with 
motor lines when the latter performed certain services more 
economically than the railroads. 


Railroad officials have frequently made the statement in 
the last ten years that the carriage of less-than-carload freight 
traffic for short distances often resulted in a loss instead of 
a profit to the rail carriers and, during and immediately after 
the World War, shippers were not infrequently urged to use 
motor trucks for short haul traffic so as not to burden the rail- 
roads unduly with this unprofitable sort of business. One re- 
sult of coordination and regulation would be the retirement 
of either the railroads or the motor carriers from the fields in 
which they could not compete with the other at the rates set 
by the more efficient carrier. This action would result in the 
advancement of the best interests of the railroads, the motor 
carriers, and the public. 


The Difficulties to Be Overcome 


The plans of coordinated terminal service as they are be- 
ing discussed and experimented with at the present time ap- 
pear to afford relief from the present terminal conditions, 
which are rapidly becoming intolerable. The line haul service 
of American railroads in carrying large units of freight traffic 
long distances at very low rates per ton per mile is one of the 
greatest American industrial achievements. The efficiency of 
American railroads in line haul terminal to terminal service 
is often discounted by comparative inefficiency in the terminals. 
It would seem that any system of freight handling that has 
been found effective in speeding up the movement of freight in 
the terminal districts would be seized on as a possible remedy. 
However, established business practices are difficult to change. 
Such is the force of inertia! 


There are several definite factors to be reckoned with before 


coordinated freight service becomes an established fact on a 
large scale. 


In the first place, the essential elements of the plan must 
be worked out and the idea “sold” to the general shipping pub- 


lic. The public must be made to understand that the plan is - 


not the impracticable scheme of visionaries, but that the opera- 
tion has been performed on a small scale before in the United 
States in the days of the horse-drawn vehicle and that the serv- 
ice was discontinued, not because it broke down, but because 
it resulted in unfair discrimination which the carriers were 
unable, in that day, to eliminate without extending the service 
beyond the limits to which they were prepared to go. The suc- 
cess of the plan in Canada and particularly in England must 
be brought to the attention of laymen in transportation. 

A second obstacle to be overcome is the inertia of the rail- 
roads. Many progressive railroad officers already have ex- 
pressed their conviction that a system of organized cartage 
service or store-door delivery is necessary with the rapid growth 
of railroad freight traffic, the increase in size of the important 
cities, and resulting congestion of railroad terminal yards and 
city streets. American railroad managements are, as a rule, 
conservative, and the policy of many roads has been to study the 
situation carefully before taking action. A number of roads have 
already started experimentation with terminal freight plans, 
many of which have store-door delivery as an ultimate goal. 
The rail carriers, for the most part, have preferred to have out- 
side concerns perform the local cartage service fm the terminals 
and contract with the railroads rather own and operate their 
own motor vehicles in order to avoid the investment in motor 
equipment and the additional responsibility oi managing the 
service themselves. The foremost installations of motor ter- 
minal service so far have been established by independent motor 
haulage companies, or by subsidiaries of the railroad companies. 

It is not important, as far as the interests of the shipping 
public are concerned, whether the services are performed by 
the railroads themselves, by subsidiary corporations of the rail- 
roads, or by independent motor haulage companies. The im- 
portant thing is that a coordinated service assuming rapid ter- 
minal handling at low rates and with definite responsibility for 
the safety of the goods from the store door of the shipper to 
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the store door of the consignee be offered shippers and con- 
signees. 


A third obstacle in the path of coordinated terminal service 
is the apathy and antagonism of certain shippers and Ccon- 
signees, many of whom do not fully appreciate the significance 
of the plan of store-door freight service. Shippers and con- 
signees have become accustomed to using their own trucks or 
hiring independent truckers to haul their goods between their 
warehouses and the freight stations. They are in the habit of 
sending freight to and collecting it from the freight depots when 
and as they please and, though they are frequently heard to 
complain of poor service and slow deliveries, they are not eager 
to revolutionize railroad freight transportation practices that 
have become a fixed part of business routine. 


If business men become convinced of the inefficiency of 
using motor trucks to a fraction of their capacities to haul goods 
to and from freight stations, when the same amount of freight 
could be hauled in fewer trucks, loaded more nearly to their 
capacities, through a coordinated railroad-motor truck cartage 
service, and that freight depots should be used as receiving and 
delivering facilities and not as warehouses, then the coordinated 
terminal freight service plans may be expected to make head- 
way. 

The Future of Coordinated Terminal Service 


The steadily increasing volume of freight traffic, the growth 
in size of the larger American terminal cities, the rapid increase 
in the number of motor vehicles in passenger and freight service 
in the cities, the development of new commercial and industrial 
districts and the increasing congestion of city—all these factors 
are impelling shippers and carriers toward the coordination of 
rail, electric railway, steamship, and motor freight services. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


ests taken from Reporters and Digests of National Reporter 
ae ot published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(St. Louis Court of Appeals, Missouri.) At common law, 
a common carrier, receiving freight for transportation, contracts 
to transport the same to destination safey, and becomes an in- 
surer against loss or damage resulting from any cause, other 
than the act of God, the public enemy, or the inherent vice or 
nature of the freight—Frawley et al. vs. Atchison, T. & S. F. 
R. Co., 299 S. W. Rep. 93. 

The common law implies a contract that freight received by 
a@ common carrier shall be delivered at its destination within a 
reasonable time.—Ibid. 


It is the duty of the common carrier, accepting freight for 
shipment, to transport the same with reasonable dispatch, and 
the mere refusal of the carrier’s servants to perform their work, 
unaccompanied by violence or intimidation, is not an excuse for 
the carrier’s non-performance of such duty.—Ibid. 

Carrier could not, under the interstate commerce act, sec. 
20, as amended by Carmack amendment and first Cummins 
amendment (49 USCA, sec. 20, par. 11; U. S. Comp. St., sec 
8604a), by contract exempt itself from liability for delay result- 
ing to shipper of live stock, even though such delay was caused 
by refusal of the carrier’s servants to perform their work, such 
refusal being unaccompanied by violence or intimidation.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts « 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of North Carolina.) It is the duty of an 
initial carrier to exercise due care to provide a car reasonably 
safe and suitable for shipment.—Tucker vs. Norfolk & W. Ry. 
Co., 140 S. E. Rep. 77. 

Negligence of carrier delivering shipment of wire, in that, 
when door of car in which shipment was transported was 
opened, roll of wire fell on plaintiff, causing injury, held insuffi- 
cient for jury, where, if car was negligently loaded, negligence 
was that of initial carrier, knowledge of which could have been 
acquired by delivering carrier only by breaking the seal and 
opening the car.—Ibid. 
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For information a to 
New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Ama Puntarenas, San Juan del Sur, 
Balboa and Cristobal (Panama) and Buenaventura. 
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St. Louis—A city set on a 
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Also unexcelled passen service: Steamers JUNIATA 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports. 


Communicate with us regarding rates and fares 
223 Erie Street, Buffalo, N. Y. 































Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, we is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions eye Aye practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Damages—Conversion—Profit of Consignee 
Michigan.—Question: We would appreciate an opinion from 
you as to whether or not carrier is liable for profit loss to con- 
signee through misdelivery of shipment to another concern who 
subsequently settled with the shipper for the goods. 

Consignee to whom shipment was consigned filed a claim 
for the profit which would have been received on merchandise 
and it has been declined, with the explanation that carrier is 
not liable for consequential damages. 

Answer: We can locate only one case in which reference 
is made to the recovery of profits as a separate element of 
damages. This is the case of Leominster Fuel Co. vs. N. Y. 
N. H. & H., 154 N. E. 83], in which case the court said: 


At the destination the only market value of coal in the quantity 
lost by the carrier was that established by the retail. trade. There 
was no wholesale market where the plaintiff could procure that quan- 
tity. The plaintiff was under no obligation to buy another carload of 
coal at the mine in order to reduce the damage. The plaintiff had 
not been deprived of a carload but of a much less quantity. The plain- 
tiff could have sold the coal lost by the defendant at $14 per ton in 
the ordinary course of its retail trade, and coal of that quantity could 
have been procured delivered at its yard only by payment of that 
price. That is the amount which it would have been obliged to pay 
in the open market, at the time and place when the defendant failed 
to deliver to the plaintiff according to its contract. It is a mere 
coincidence that this market value happens to involve some element 
of profit arising in retail business. Such element is not recoverable 
4 ah damage. Crutchfield & Woolfolk vs. D. G. (Mass.), 131 


Limitation of Actions—Waiver of 


Alabama.—Question: Will you kindly let us know if, in 
your opinion, a carrier can estop the running of the statute of 
limitations, provided in section 16 of the interstate commerce 
act, by securing a waiver from a complainant in a case involving 
a formal hearing before the Interstate Commerce Commission? 
In this case which we have in mind the question of whether 
or not the rates on which the carrier based its undercharge 
bill are reasonable is an issue in a formal complaint, decision 
of which is pending before the Commission. In the meantime 
the statute has run on the undercharges presented by the car- 
rier previous to filing a complaint. However, prior to the ex- 
piration of the statutory period a waiver of rights under the 
statute (if such be legal) was signed by the complainant shipper. 

Answer: A statute limiting the time within which actions 
shill be brought has been said to be for the benefit and repose 
of individuals and not to secure general objects of policy and 
morals, and, hence, it is a general rule that the protection may 
be waived by one entitled to rely upon it—unless the statutory 
provision is jurisdictional—including a state and a municipal 
corporation. Evans vs. Faircloth-Byrd Mercantile Co. (Ala.), 
51 S. 785; Andrews vs. Cosmopolitan Bank, 171 N. Y. S. 875; 
Hammer vs. U. S., 138 Ct. Cl. (U. S.) 7. The law does not com- 
pel a party to restort to this defense, nor can others insist 
upon it for him. A waiver of the effect of the bar of the 
statute may be accomplished by an express agreement to that 
effect. However, upon the question whether any representation 
or agreement that the statute of limitations will not be inter- 
posed is valiid and effectual, there is a great conflict in the 
authorities. In some of the authorities the rule is broadly laid 
down that contracts to waive the right to plead the statute 
of limitations before the cause of action is barred are contrary 
to public policy and void. Union Cent. L. Ins. Co. vs. Spinks 
(Ky.), 83 S. W. 615, 84 S. W. 1160; and this rule has been ap- 
plied to waivers for a definite period, as well as to waivers in 
absolute terms. Wright vs. Garner (Ky.), 33 S. W. 622; Crane 
vs. Finch, 38 Miss. 503. But the general rule is that statutes 
of limitations may be waived by agreement for a definite or 
limited time or unlimited time; and this is true whether the 
waiver is made contemporaneously with and as a part of the 
original transaction in controversy or subsequently thereto. 
State L. & T. Co. vs. Cochran (Calif.), 62 P. 466; Watertown 
Nat. Bank vs. Bagley, 119 N. Y. S. 592; Matter of Janford, 160 
N. Y. S. 269; Quick vs. Corless, 39 N. J. L. 11, State Trust Co. 
vs. Sheldon (N. J.), 35 A. 177; Landon vs. Toby, 11 How. 493, 
13 L. ed. 784. 

‘To render an agreement to waive the statute of limitations 
binding, there must be some evidence of a valuable considera- 
tion. Shapley vs. Abbott (N. Y.), 1 Am. R. 548. 
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Misquotation of Rate 


Canada.—Question: Referring to the answer made to “Illi- 
nois” in the Questions and Answers department of The Traffic 
World of November 12, 1927, the last paragraph of this answer 
deals with a penalty charge assessable by the Interstate Com- 
merce Commission on United States railroads, when, as we 
understand it, the misquotation is given in writing. Can you 
kindly let us know what governs under exactly similar circum- 
stances as against the railroads in Canada? S 


Answer: In the work of Macmurchy & Dennison, entitled 
“Railway Laws of Canada,” the following statement is made 
on page 614: 


Sub-section 11 of Section 6, Interstate Commerce Act, requires 
the carrier to furnish a written statement upon written request of 
the rate applicable to a described shipment between stated places 
and provides a penalty of $250 recoverable by action in case of refusal 
or mis-statement of such rate or if the person or company making 
such request suffers damage in consequence thereof. 

This provision seems to have been suggested by such cases as 
Texas Pacific Ry. Co. vs. Mugg, 702 AM 242, and the other cases 
discussed under Sec. 323 q. v. It is not contained in this act. 


The act referred to in the last sentence is the Canadian 
act regulating railways. See also, with respect to this question, 
Canadian Condensing Co. vs. C. P. R., 12 C. R. C. 1, and Gillis 
Supply Co. vs. C. S. & P. S. Ry. Co., 13 Can. Ry. Cas. 35, 16 
B. R. C. 254. 


Sales—“Buyer’s Risk”—Effect of Term in Sales Contract 


Massachusetts.—Question: Referring to the November 19, 
1927, issue of The Traffic World, page 1186, under the caption 
“Liability of Carrier for Loss from Tank Car Furnished by 
Shipper.” 

Under the conditions as set forth in this case, it appears 
that the receiver of this particular tank car is going to have 
some trouble in avoiding a financial loss due to circumstances 
over which he has had no control and from difficulty in placing 
responsibility for the loss of oil. 

Is not the consignee justified from a legal as well as an 
ethical standpoint in refusing a car of oil delivered in a slack 
or leaking condition, since, as you undoubtedly known, oil con- 
tracts relieve the shipper of all responsibility after the car is 
taken over by the carrier? 


Our interest in this particular problem is from the stand- 
point of a receiver of oil in tank cars. 


Answer: It is a general rule in the law of sale that risk 
follows the title. If the seller of goods retains the title to them 
until actual delivery to the buyer, then any loss or damage 
which they may suffer during the course of transportation must 
be borne by the seller. On the other hand, if the title to the 
goods vests in the buyer at the moment of the sale or upon 
delivery to the carrier, then the risk of loss or damage to the 
goods during transportation is upon the buyer. This rule is 
clear and well settled. It is, however, difficult of application 
at times, and it is frequently a question of fine-haired distinction 
whether or not the title to the goods has passed, and, conse- 
quently, at whose risk the goods are during the course of trans- 
portation. Probably, by reason of this uncertainty, and for the 
purpose of fixing the risk upon the buyer or seller, irrespective 
of the question whether the title is in him or not, there has 
come into quite general use the term “buyer’s risk” or “seller’s 
risk,” which is incorporated into contracts for the sale of goods 
which are to be transported. 


Where goods in transit are sold with the stipulation that 
they shall be at the “buyer’s risk,” it is held that, if the seller 
was not the shipper, irrespective of whether the title passed 
at the time of the sale, the risk of injury to or loss of the 
goods is on the buyer not merely from the time of the contract, 
but from the time when the goods were packed and loaded 
into the cars, and loss by reason of imperfect and negligent 
packing is a risk which the buyer has assumed, but where the 
seller is the shipper, the buyer does not assume the risk of 
improper packing or defective cars known to the seller. Rose 
vs. Weinberger (Ga.), 34 S. E. 28, 37 S. E. 868. 


In the case referred to above, that is, Rose vs. Weinberger, 
the court, on page 30 of its decision in 34 S. E. 28, said: 


A holding that, relatively to the shippers and owners, “buyer’s 
risk” meant that the purchaser was to assume risks of defective car 
and improper packing in a case like the present one, would allow 
the owner to perpetrate a fraud on the buyer. Under the allegations 
in the plea, the owner knew just what conditions the car was in 
—knew that it was not suited for carrying fruit, knew that the fruit 
was improperly packed, and knew that it would reach its destina- 
tion in a damaged condition. While the purchaser might be willing 
to assume any risks of damage that might arise to the fruit when 
properly shipped, it is Hardly to be presumed that he would enter 
into a contract to buy a car of fruit which was absolutely certain 
to be decayed when it reached him. That by the use of the term 
‘“‘buyer’s risk’’ the parties intended that the purchaser must take the 
risks of transportation, but that all risks incident to improper pack- 
ing in the car at the initial point of shipment were to be assumed 
by the shipper, seems clear when we take into consideration the 
long distance the fruit was to come, its perishable nature, and the 
absolute necessity that it should be properly packed. The plea dis- 
tinctly alleges that it was the custom of the California fruit trade 
that the shipper should see that the fruit was properly packed in 
a suitable car, and that ‘“‘buyer’s risk’? meant that the defendants 
were to take the risk only after the title had passed to them; and, 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 
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Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 









Correct consignment of freight is important. It assists 
materially in prompt movement of shipments and quick de- 
liveries to steamer. 


Carload and less-carload shipments should be consigned as 
follows: BALTIMORE—when routing via Pennsylvania Rail- 
road or Western Maryland Railroad: To Calmar Steamship 
Corporation, Moore & McCormack Co., Inc., General Agents, 
Canton Railroad Company, Pier 3, Canton, Baltimore, Md; when 
routing via Baltimore & Ohio Railroad: To Calmar Steamship 
Corporation, Moore & McCormack Co., Inc., General Agents, 
Locust Point, Baltimore, Md. 


PHILADELPHIA—to Calmar Steamship Corporation, Moore 
& McCormack Co., Inc., General Agents, Pier 27, North Wharves, 
Philadelphia, Pa. Shipments may be routed via any of the rail- 
road lines that serve the port. : 

It is equally important that documents covering shipments 
are mailed promptly with full instructions to CALMAR STEAM- 
SHIP CORPORATION office at Baltimore, Md., or Philadelphia, 
Pa., to which shipment is consigned. 1 


For information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, - 


Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, P hia, Pa. 
Citizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Il. 


CALMAR STEAMSHIP CORPORATION 


Swayne & Hoyt, Pacific Coast Agents 
240 Frent Street, San Francisco Calif. 
703 Transportation ir Los 
408 Board of Trade -» Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Beanch 


Chigegs, 9, Loui Pittavarel, Baltimore 
McCORMICK STEAMSHIP CO. 
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construing the plea as a whole, we think it set up a good defense 
as against the owner of the property. 


On page 868 of its further decision in this case, in 37 S. E. 
868, the court said: 


The main issue to be determined, as fixing the rights of parties, 
was whether plaintiffs were the owners of the fruit, or whether it 
belonged to Pinkham & McKevitt, at the time of the purchase by Rose 
& McDonald. It was stipulated in the contract of sale to Rose & Mc- 
Donald that the fruit was to be shipped to them ‘“‘f. o. b. California, 
buyer’s risk, California weights.’’ The term ‘“‘buyer’s risk’’ in_ this 
contract, as interpreted by this court in its prior decision, did not 
impose on the purchasers the assumption of the risk of any damage 
which resulted from improper packing or shipping in a defective car, 
if the seller was himself the owner and shipper. It was also ruled 
that, if Weinberger & Co. were the owners of the fruit at the time 
they sold it to the plaintiffs in error, the latter, under their contract, 
would have no defense to the action, but that, if Pinkham & McKevitt 
were the owners, then the purchasers would be let into the defense 
that the fruit, at the time they received it, had greatly depreciated 
in value because of improper packing in a defective car. 


The principles laid down in the above referred to case in 
all probability are applicable to the contracts under which you 
receive oil in tank cars. 

Liability of Carrier for Loss from Tank Car 
Shipper 

Maryland.—Question: I noted with some interest your re- 
ply to “Massachusetts” on page 1186 of The Traffic World of 
November 19, under the above caption, and particularly the first 
paragraph of your answer. In it you state that in order to 
hold the carrier liable in damages for loss of goods from a 
tank car furnished by the shippers, it must be shown that the 
carrier was negligent in its transportation of the goods. This 
is entirely contrary to my interpretation of the cases which 
you cite, as well as other cases bearing on the matter. It is 
my understanding that the carrier is liable for full loss and 
damage to any shipment unless said loss or damage results 
from act of God, or public enemy, fault of shipper, or inherent 
defects. While the incident described by your correspondent 
is apparently one falling within the definition of fault of the 
shipper, however, I do not understand that the question of the 
carrier’s negligence has any bearing on the matter. If it is 
your opinion that it has, I would appreciate your advising on 
what this is based, and any authorities you may have in support 
thereof. 

Answer: As supporting the statement made in the first 
paragraph of our answer to which you refer, we direct your 
attention to the decisions in Baker Cotton Oil Co. vs. St. L. & 
S. F. Ry. Co., 232.Pac. 20, in which case, on page 20, the court 
said: 


The shipment in this case was loaded into a car by the plaintiff, 
either provided by the seller or purchaser, and after being so loaded, 
was delivered to the defendant for transportation. If the loss occurred 
in transit, the plaintiff did not show that it resulted from a defect 
which reasonable inspection would have disclosed to the defendant. 


See also Southern Cotton Oil Co. vs. A, C. L., 17 Fed. (2d) 
411, on page 412 of which case the court said: 


Furnished by 


The defense is that the car in which the shipment was made 
belonged to the plaintiff; that it was an ordinary tank car, and was 
tendered to the defendant after being fully loaded; that the damage 
to the shipment resulted from a leak in the car, which was not sus- 
ceptible of discovery by the most careful inspection from the outside, 
and that it was ifhpossible, by reason of the contents of the car, to 
make an inspection from the inside; that there was an inspection 
of the car immediately after its delivery to the defendant and care- 
ful handling of the same thereafter until the leak developed, and 
then the exercise of ordinary care to diminish the damage. 

The question, therefore, for decision, is, whether or not under 
such circumstances the common carrier liability of the defendant 
obtains, or whether it is liable only by a showing of negligence caus- 
ing or contributing to the damage after the delivery of the car to it. 


We also direct your attention to the decision in Hercules 
Powder Co. vs. Pennsylvania Railroad Co., 122 Atl. 546, in which 
case the statement shown below was made on page 552, seems 
to place the burden upon the shipper of showing negligence on 
the part of the carrier in its inspection of the car. This state- 
ment is as follows: 


We are of the opinion that although the shipper furnished a 
defective car, the carrier is liable for loss resulting from the defect, 
if the loss could have been prevented by reasonable diligence on the 
part of the carrier in inspecting the car (A. G. S. R. Co. vs. Morris 
& Co.); see also A. & V. Ry. Co. vs. American Cotton Oil Co. 249 
Fed. 308) unless the facts are such as to warrant the conclusion 
that the shipper had released the carrier from any liability (Cleve- 
aney Cc. Cc. & St. L. Ry. Co. vs. Louisville Tin & Stove Co., 111 S. W. 


It is, however, held in American Cotton Oil Co. vs. Davis, 
224 Pac. 23, that to relieve a carrier, not owning, furnishing, or 
supervising the loading of a car of oil, nor examining it for 
latent defects, from its common law liability for safe delivery 
of the contents, the burden is on it prove such defects and the 
reason therefor. 

Private Cars—Unreasonable Detention of 

Illinois —Question: A refiner of petroleum oil shipped us 
12 cars of a liquid in tank cars, making shipments 3 cars per 
day for four days. The carriers, instead of making delivery 
at destination of 3 cars per day for four days, which would be 
in accordance with shipments, delivered 11 cars in one day and 
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1 car on the following day. On account of our unloading fa- 
cilities being limited to 3 cars per day, 5 of these cars were 
held in the delivering carrier’s yard, under load, in excess of 
48 hours. 

The owners of the tank cars in which this material moved 
make a per diem charge of $5 per day on all cars held by con- 
signee under load at destination in excess of the first 48 hours. 
On account of the carriers bunching cars, we were forced to 
pay $30 per diem to the tank car owners. This amount repre- 
sents a loss to us and we accordingly filed a loss and damage 
claim for recovery of the amount we were forced to pay, and 
the carriers have now declined to pay claim for the reason, they 
claim, they are unable to find any legal authority to cover a 
claim of this nature. We take the position that, as the carrier 
was negligent in handling these shipments, that they are liable 
for our loss. 

We are unable to locate any court decisions that will fit 
this claim. Can you cite reference to any court decisions cover- 
ing a claim of this nature? 

Answer: In several cases the owners of private cars have 
been awarded damages for unreasonable delay to private cars, 
the amount of damages being based upon the rental value of the 
car. See Empire Refineries, Inc., vs. Guaranty Trust Co. of 
N. Y., 271 Fed. 668; Gustafson vs. Michigan Central, 129 N. E. 
516. Under the principle of these cases, if the carrier was neg- 
ligent in the handling of the cars in question, which appears to 
be true, recovery of the rental value of the cars during the 
period of unreasonable delay could probably be had were an 
action brought against the carrier. 


Delay—Liability of Carrier 

South Carolina.—Question: We recently made a shipment 
to our customer over a certain railroad, which called for a 
two line haul. On the bill of lading was shown “Must reach 
destination by Sept. 21st.” Shipment was actually delivered 
customer on September 29 and, as it did not reach him in time 
for his needs, it was returned to us. We filed claim for freight 
both ways and for the loss of profit due to the delay and failure 
of the carrier to carry out its contract. The carrier has re- 
fused the claim, stating that they are responsible for only “out 
of pocket loss,” which, they state, is the freight both ways. The 
matter is small, but as information we would like for you to 
advise us if you know of any similar case which has been 
tried in the courts. The out of pocket loss is the profit plus 
the freight, and we think the carrier should be penalized for 
negligence. If you know of any cases similar to this, please 
cite them. 

Answer: Under the decisions of the Supreme Court of the 
United States in C. & A. R. Co. vs. Kirby, 225 U. S. 155, and 
Davis vs. Cornell, 264 U. S. 560, a carrier may not, without tariff 
provision therefor, contract to transport a car by a particular 
train or on a particular date, nor to furnish cars on a certain 
date, as to do so would create a preference. 

In the case first named, the court said: 


_The implied agreement of a common carrier is to carry safely and 
deliver at destination within a reasonable time. It is otherwise when 
the action is for a breach of contract to carry within a particular 
time, or to make a particular connection, or to carry by a particular 
train. The railroad company, by its contract, became liable for the 
consequence of a failure to transport_according to its terms. Evi- 
dence of diligence would not excuse. If the action had been for the 
common law carrier liability, evidence that there has been no un- 
reasonable delay would be an answer. But the company, by enter- 
ing into an agreement for expediting the shipment, came under a 
liability different and more burdensome than would exist to a ship- 
per who made no such special contract. * * * For such a special 
service and higher responsibility it might clearly exact a higher rate. 
But to do so it must make and publish a rate open to all. This was 
not done. The shipper it is also plain, was contracting for an ad- 
vantage which was not extended to all others, but in the under- 
taking to pape ne so as to give him a particular expedited service, and 
remedy for delay not due to negligence. 

An advantage accorded by special agreement which affects the 
value of the service to the shipper and its cost to the carrier should 
be published in the tariff, and for a breach of such contract, relief 
will be denied, because its allowance without such publication is a 
violation of the act. It is also illegal because it is an undue advantage 
in that it is not one open to all others in the same situation. * * * 

The claim that the defendant in error may recover upon the 
carrier contract, stripped of its illegality, under Merchants’ Cotton 
Press Co. vs Insvrance Co., 151-U 368, is not presented by this 
record. The declaration counted only upon the breach of a special 
contract, which was illegal. There was no count based upon the car- 
rier’s liability for negligence in not promptly shipping and delivering. 
The judgment was rested upon the damages resulting from the breach 
of the special contract, and not at all upon the liability of the car- 
rier otherwise. 

For the error in not holding the special contract invalid under 
the Interstate Commerce Act, the judgment must be reversed and the 
case remanded for such further proceedings as are not inconsistent 
with this opinion. 


However, in our opinion, the effect of the Kirby case, cited 
above, is not to prevent a recovery of special damages where 
notice is given to a carrier at the time such goods are delivered 
to the carrier for transportation, that such damages will result 
from its failure to transport the shipment within a reasonable 
time (which notice may be given orally or in writing, but 
should be such as to put the carrier on notice), it being a 
question of fact to be determined in each instance, whether due 
diligence was used in the transportation of the goods. It does, 
however, bar a recovery where it is sought to hold a carrier to 
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liability for failure to transport goods within a specified time 
regardless of the question of negligence on the part of the 
carrier. As above stated, a carrier is not bound by any agree- 
ment of its agent, evidence, we may assume, by the notation 
on the bill of lading reading “Must reach destination by Sep- 
tember 21,” but is liable for such damages as resulted from 
its failure to transport the shipment without unreasonable 
delay. 


For the recovery of what are termed “special damages,” 
that is, damages over and above those which ordinarily occur or 
are in contemplation of the parties at the time the goods are 
delivered to the carrier for transportation, notice of the fact 
that such damages would result from unreasonable delay to the 
goods must have been given the carrier at the time they were 
delivered to the carrier for transportation. 


Damages—lInvoice Value 


INlineis.—Question: In all our search through years of an- 
swers in your department and through reported digests of loss 
and damage decisions in The Traffic World, we have found no 
completely satisfactory statement of a carrier’s liability for 
freight charges on damaged portions of shipments. 


Assume that a concern purchases ten cases of merchandise 
at $2.50 per case, f. o. b. destination. The freight is 25 cents a 
case from point of origin to destination. The shipment is for- 
warded prepaid. The vendor bills the consignment at $2.50 a 
case, showing f. o. b. terms-on the invoice. One case is dam- 
aged when the shipment is delivered to the consignee. This 
case is salvaged for the amount of $1. The consignee files 
claim for his invoice value, $2.50, less $1 salvage value. He 
seeks to recover $1.50 from carrier, which will make him whole. 


Now assume the consignment was purchased at a price of 
$2.25 f. o. b. point of origin. The goods are invoiced at $2.25 
a case, f. o. b. terms being shown on the invoice. The ship- 
ment is forwarded “collect” and upon arrival consignee pays 
the carrier 25 cents a case freight charges. One case is dam- 
aged and i$ salvaged by the consignee to the amount of $1. 
Claim is filed for the invoice value, $2.25, less the $1 salvage 
value. The consignee will recover from the carrier $1.25, not 
being made whole to the extent of 25 cents, if he does not add 
the freight charges to the invoice value of the shipment. 


We find many citations of court decisions tending to up- 
hold the view that if freight charges are paid on damaged ship- 
ments, settlement should be made without reference to the 
' freight charges. Yet it would seem that under an f. o. b. desti- 
nation purchase, freight paid by the shipper, freight included in 
the price, the carrier paying on the invoice value, the carrier is 
refunding to the consignee the freight charges on the damaged 
portion paid by the consignor. In other words, it hauls the 
damaged portion for nothing. Yet under an f. o. b. point of 
origin purchase, freight charges paid by the consignee, no 
freight included in the price, freight charges not added to the 
claim, the carrier is paid for its service for hauling the dem- 
aged portion, while the consignee is not made whole. Or if he 
is made whole, then in thé first mentioned instance, the carrier 
is making the consignee whole and more to the extent of the 
25 cent freight charge which it collected from the consignor. 


Some decisions would indicate that the destination value of 
merchandise is the invoice value plus freight eharges; others 
indicate that the destination value is the invoice value less 
freight charges. 

The actual value of the shipment at destination, of course, 
determines the extent of the carrier’s liability. It would seem 
that different terms of sale would cause varying destination val- 
ues (as determined by the invoices) and that in some instances 
the carrier would be in the position Of actually making no 
charge of services of carriage although it hauled the goods 
through to destination and made delivery to the consignee. 

We will greatly appreciate your opinion of this phase of 
the measure of liability question, with extracts from any court 
decisions touching thereupon. 


Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination, less 
freight charges if not paid. In numerous cases this principle is 
laid down, among which are the following: Y. & M. V. R. Co. 
v. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 92 Sou. 437; 
Liberty Sales Co. v. Director General, 198 N. Y. 8. 253; Orange 
National Bank v. Sou. Pac. Co., 110 Sou. 329; Waters vs. Beck- 
ers, 186 N. W. 167; Forest Green Farmers Elec. Co. v. Davis, 
270 S. W. 394. 

Damages for loss of goods in transit are to be computed at 
the time and place of delivery and not at time and place of 
shipment. Leominster Fuel Co. v. N. Y. N. H. & H., 154 N. E. 
831; G. C. & S. F. v. Buckholts State Bank, 258 Sou. 491; Y. & 
M. V. v. Delta Grocery Co., 98 Sou. 777; Heedritter Lumber Co. 
v. C. R. R. Co. of N. J., 122 Atl. 691; Hazlehood Cotton Co., 131 
S. B. 288; Crail v. Ill. Cent., 12 Fed. (2d) 459. 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: N. 
Y. M. V. R. Co. v. Delta Grocery & Cotton Co., 98 Sou. 777; L. 
& N. R. Co. v. Shaeffer, 280 S. W. 974; Hatch v. N. Y. C., 203 N. 
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Y. S. 807; King v. G. H. & S. A. Ry. Co., 379 S. W. 491; P. & S. 
F. R. Co. v. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value but does not, in itself, constitute market value. See M. 
& M. Trans. Co. v. Branch, 282 Fed. 494; Smith v. L. & N. R. 
Co., 209 N. W. 465; Kuney v. C. & N. W. Ry. Co., 107 N. W. 
708; Collins & G. R. Co. v. Beasley, 136 S. EB. 167; Feelyater v. 
C. M. & St. Paul., 190 N. W. 193; The Cabo Villano, 18 Fed. 
(2d) 220; Sou. Ry. Co. v. Northwestern Fruit Exchnage, 98 Sou. 
382; A. C. L. R. Co. v. Stovall-Pace Co., 118 S. W. 68; The 
Asuarca, 13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. Bundick- 
Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Director General 
v. Zimmern, 99 Sou. 307. 

In the voluntary settlement of claims the invoice price is 
a convenient basis for determining the amount of the claim. 

While, of course, we cannot locate any cases which lay 
down any rule for the voluntary settlement of claims, it is 
our opinion that if the original invoice price is used, freight 
charges should be added thereto, inasmuch as if the destina- 
tion price is used they are included therein upon the theory 
which underlies, as we understand, the use of the invoice value, 
namely that it represents approximately the market value at 
point of destination. 

It is true that, where the market value at destination is 
used, the freight charges, if not paid, are to be deducted from 
the amount thereof, upon the theory that the transportation of 
the goods results in the enhancing of the value of the goods. 
If the original invoice price without the addition of freight 
charges is used, the shipper necessarily is deprived of any en- 
hancement in the value of the goods resulting from the trans- 
portation of the goods, and, therefore, should, in our opinion, 
receive in addition to the original invoice price, the amount of 
the freight charges which will result in an approximation of the 
market value at point of destination. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on Class I railroads on De- 
cember 1 totaled 8,961 or 14.8 per cent of the number on line, 
according to reports filed by the carriers with the car service 
division of the American Railway Association. This was a 
decrease of 328 locomotives compared with the number in need 
of such repairs on November 15, at which time there were 9,289 
or 15.3 per cent. Locomotives in need of classified repairs on 
December 1 amounted to 4,716 or 7.8 per cent, a decrease of 
199 compared with November 15, while 4,245 or 7 per cent were 
in need of running repairs, a decrease of 129 compared with 
the number in need of such repairs on November 15. Class I 
railroads on December 1 had 6,695 serviceable locomotives in 
storage compared with 5,812 on November 15. 

Freight cars in need of repair on December 1 totaled 137,795 
or 6.1 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 421 cars over 
the number reported on November 15, at which time there were 
137,374 or 6 per cent. It was, also an increase of 375 cars com- 
pared with the same date last year. Freight cars in need of 
heavy repairs on December 1 totaled 101,416 or 4.5 per cent, an 
increase of 1,069 compared with November 15, while freight cars 
in need of light repair totaled 36,379 or 1.6 per cent, a decrease 
ef 648 compared with November 15. 


LUMBER SHIPMENTS 


The organized lumber industry appeared to have had some 
increase in shipments, and slight decreases in production and 
new business last week, as compared with the preceding week, 
according to telegraphic reports received by the National Lum- 
ber Manufacturers’ Association from 457 of the leading com- 
mercial lumber mills of the country. In arriving at this con- 
clusion, allowance was made for the fact that 18 fewer mills 
reported last week. When compared with the same period a 
year ago, however, there were absolute increases in all three 
items. 


The softwood industry showed nominal decreases in pro- 
duction and new business and a slight increase in shipments this 
week, when compared with reports for the week earlier. For 
the corresponding week last year, there were increases in all 
three factors. 

The hardwood industry showed gratifying increases this 
week in production, shipments and new business, when compared 
with the previous week. In comparison with the like period a 
year ago, production is off and also shipments, but there is a 
sharp advance in new business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 
000’s omitted 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood 

Peres: 32: 129 333 131 339 136 

Production 218,294 18,024 191,976 . 19,430 226,940 17,535 

Shipments ..... 181,948 16,165 174,525 19,375 181,418 16,849 
Orders (New 

19,229 177,614 17,716 206,025 17,611 


Bus.) ...0s- 196,308 
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SOO TERMINAL became 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


UNION CITY°;-o WATERBURY 
BEACON FALLS@,-ONAUGATUCK 
ANSONIA QOSEYMOUR 
SHELTONG!o OERBY 
DEVON 6 v Abney NEW HAVEN 
ysl 


SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 
POINTS WEST 


NEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 
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THAMES RIVER LINE, INC., Pier 32 E. R., New York City, 


1513 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 











Represented by 


NATIONAL WAREHOUSING, INC. 
OS Rvesirae, New York 


31 Dramam St Francisco, Cal. 
3o Cetamemectal Se. St., Los Angeles,Cai. 


THRU RATES AND 
DIRECT WATER ROUTES 


WESTERLY fi 7OM “Tendea ond Were Goan 
t O C.F.A., W.T.L., Inter-Mountain, 
South and Southwest 
CLYDE, OLD DOMINION, SAVANNAH, 
@ MALLORY and MORGAN S. S. LINES 


ERNEST E. FUCHS, 
President 






WILLIMANTIC @, ___..0 JEWETT CITY 
NORWICH 






exmums BOAT SERVICE 
oe STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS Via 


SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


No Trucking, Switching or Draying. 


Finance Through Our Warehouse Receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . 


Fire-Proof Storage—Automatic Sprinkler. 


Daily Stock Reports if Desired- 
Write or Wire for Detailed Information—Now ! 


HOUSTON, TEXAS 


Fast Freight Service : Mexico 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 
Mexico City 
Pachuca: - 
Puebla - - 


From Tampico to: 
Mexico City 
Pachuca: - 


23 hours 
23 hours 
20 hours 


47 hours 
47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 
G. B. Aiseite, rag Agent 
~“;, yoy Bids. 


H. E. + AO Com. Agt. 
Marquette Building 
Chicago, Ill. 


F. P. De Hoyos, Gen. Agent 
1515 Penn Build ding 
New York City 


F. N. Puente, Gen. Agt A. Horcasitas, Com. Agt. 
441 Monadnock Bae 414 Whitney Bank Bidg 
San Francisco, Bide New Orleans, La. 
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Digest of New Complaints 





a 


No. 20358. Rates on fertilizer materials and articles taking the same 
rates within the state of Florida. ; . : 

On petition of all steam railroads operating in state of Florida, 
Commission has instituted investigation_as to lawfulness of rates 
on fertilizer materials required by the Railroad Commissioners of 
Florida. ; ; 

No. 20369. Frank B. Anderson Co., Tampa, Fla., vs. Atlantic Coast 
Line et al. nan 

Unreasonable and illegal rates and charges on road building 
and excavating machinery and machinery N. O. S., from Harvey, 
Ill, to St. Petersburg, Fla., Cincinnati, O., to Dunedin, Fla., 
Mounds, Ill., to Tampa, Fla., Evansville, Ind., to Tampa, Fila., 
Barbourville, Ky., to Bee Ridge, Fla., St. Paul, Va., to Tampa 
Fla., and Birmingham, Ala., to Tampa, Fla. Asks for just an 
reasonable rates and reparation. 

No. 20370. Max Hertz Leather Co., Newark, N. J., and Perkins- 
Campbell Co., Cincinnati, O., vs.. Baltimore & Ohio et al. 

Unjust, unreasonable, and unduly prejudicial rates on green 
salted hides from points in Missouri to destinations in Ohio and 
New Jersey. Asks for cease and desist order and reparation. | 

No. 20371. Geo. D. Kelley Lumber Co., Little Rock, Ark., vs. St. Louis- 
Southwestern et al. 

Unjust and unreasonable rates and charges on rough oak lum- 
ber from Humphrey, Ark., to Lep and Shidler, Okla. Asks for 
reparation. 

No. 20372. Cady Lumber Co., Albuquerque, N. M., et al., vs. Apache 
Railway et al. oe ; 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on lumber and box shooks from McNary, Flagstaff, and 
Williams, Ariz., to destinations on the Southern Pacific and its 
connections in California east of Banning, Calif. Asks for just 
and reasonable rates and reparation. : : 

No. 20373. J. M. Gibbs et al., Los Angeles, Calif., vs. Pacific Electric 
et al. 

Unjust, unreasonable, and unduly prejudicial rates on petroleum 
and its products from El Segundo, Calif., to Cananea, Mex. Asks 
for just and reasonable rates and reparation. 

No. 20374. Kokomo Steel & Wire Co. et al., Kokomo, Ind., vs. Ahnapee 
& Western et al. : 

Unlawful charges on iron and steel from Kokomo, Ind., and In- 
dianapolis, Ind., to destinations in Iowa, Minnesota, Missouri, the 
Dakotas and Wisconsin, in violation of section 6. Ask for repara- 
tion. 

No. 20375. Wallace Coal Co., St. Louis, Mo., vs. St. Louis & Hannibal 
et al. 

Unjust and unreasonable charges, in violation of sections 1 and 
4 on coal, anthracite, from Shamokin, Pa., to Bowling Green, Mo. 
Asks for reparation. ; 

No. 20376. Memphis Freight Bureau et al., Memphis, Tenn., vs. A. & 
S. et al. 

Stated refrigeration charges incidental to transportation of fruits, 
melons and vegetables from points in Texas to Memphis, Tenn., in 
violation of sections 1, 3 and 4 of the act. Asks charges for future 
and reparation. 

No. 20377. Frank B. Anderson Co., Tampa, Fla., vs. A. C. L. , 

Unreasonable rates on fire hydrants, hardwood flooring, bottling 
machinery, electric welding tanks and gauges, machinery, from 
Pittsburgh, Pa., Lakewood Station, East Point, Unadilla, Ga., 
and from Chattanooga, Tenn., to Lakeland, Dunedin, Fort Meade, 
and Tarpon Springs, Fla. Asks rates for future and reparation. 

No. 20378. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on gas engines, gas engine parts 
and compressors from East Buffalo, Buffalo, and Painted Post, 
N. Y., and Grove City, Pa., Mt. Vernon, O., Springfield, O., Ap- 
person and other points in Oklahoma, El Dorado, Ark., Borger 
and Isom, Tex., to points in Texas, Oklahoma, and Arkansas. 
Asks rates for future and reparation. 

No. 20379. M. C. Stone & Son Co., Lewiston, Me., vs. Eastern Steam- 
ship Lines, Inc. | . ; 

Unreasonable rates on cotton piece goods from New York City 
to Lewiston Upper Station, Me. Asks rates for future and rep- 
aration. 

No. 20380. Ichabod T. Williams & Sons, Carteret, N. J., vs. B. & O. 
et al. 

Rates in violation of sections 1, 3 and 4 of the act, on mahogany 
lumber from Carteret, N. J., to Newport News, Va. Asks cease 
and desist order and reparation. 

No. 20381. Green Hamilton & Co., Inc., Boston, Mass., vs. Boston & 
Albany et al. 

Rates in violation of sections 1 and 3 of the act, on cotton card 
strippings from Unionville, Conn., Lynn, Fall River, Lowell, Wa- 
tuppa, osten, East Boston, Mass., Woonsocket, R. I., and other 
points in New England states to Alabama City, Ala. Asks cease 
and desist order and reparation. 


GASOLINE TAXES IN SIX MONTHS 


Reports on gasoline taxes, compiled in the Bureau of Pub- 
lic Roads, United States Department of Agriculture, show that 
the District of Columbia and all but four of the states levied 
gasoline taxes in the first six months of this year, ranging from 
1 cent to as high as 5 cents a gallon. The total of taxes ¢éol- 
lected, after allowing for refunds, was slightly more than $100,- 
000,000 collected from users of nearly 4,000,000,000 gallons of 
gasoline. The four states that did not tax gasoline—lIllinois, 
Massachusetts, New York and New Jersey—are estimated to 
have consumed 947,000,000 gallons, bringing the total gasoline 
consumption used for motor vehicles in the first six months to 
nearly 5,000,000,000 gallons. New Jersey and Illinois went out 
of the taxless column when they imposed a 2-cent tax, effective 
July 1 and August 1, respectively. 

California, using more than 450,000,000 gallons, had the 
larget gasoline tax receipts, more than $9,000,000, all of which 
went to state highway and local road funds. The other states 
with incomes of more than $5,000,000 were: Ohio, more than 
$7,500,000; Pennsylvania, more than $6,000,000; and Texas, 
Florida, and Michigan. 

On June 30 Arkansas, Kentucky, New Mexico, and South 
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Carolina had the highest tax rates, 5 cents a gallon, and on 
July 1, Florida increased her tax from 4 cents to 5 cents, 
Nevada, with $199,497, had the smallest receipts of all the states, 
although the Nevada tax is 4 cents a gallon. 


FREIGHT OPERATING AVERAGES 


The Commission, through its bureau of statistics, has issued 
the following comparison of selected items of freight service 
operating averages of Class I roads, for the United States as a 
whole, for the ten months ended with October, 1920, to 1927, 
and for October, 1927, and 1926: 


Gross 

Net ton-miles ton-miles 

Ten per mile —Trainload— per train- 
months ended of road Gross (ex. hour (ex. 
with October per day loco’s) Net loco’s) 
20 5,320 1,450 715 14,968 

1921 4,091 1,442 656 16,615 

1922 4,229 1,462 671 16,455 

1923 5,414 1,540 719 16,686 

1924 4,983 1,589 716 18,279 

1925 5,285 1,671 745 19,778 

1926 *5,659 1,740 773 20,834 

1927 5,598 *1,792 *785 *22,017 

Oct., 1926 *6,609 1,841 *829 21,667 
Oct., 1927 6,199 *1,871 805 *23,138 
Lbs. of 

coal per 

Cars per __ 1,000 

10 months Netton- Aver. Car- % Load- train g.t.m, 
ended miles per car- miles per edof (ine. inc. lo- 

with Oct. car-dayt (tons) car-dayt total caboose) co’s)§ 
1920 499 *29.0 24.9 *69.1 36.6 7 

1921 393 27.7 22.4 63.3 38.4 160 

1922 409 26.5 22.9 67.3 38.6 159 

1923 517 28.0 27.9 66.1 39.8 160 

1924 470 26.9 26.8 65.3 41.7 148 

1925 492 26.9 28.2 64.7 43.8 138 

1926 *529 27.2 30.4 64.1 45.3 134 

1927 527 27.2 *30.7 63.2 *46.7 *129 

Oct., 1926 *616 *27.5 34.3 *65.4 47.1 130 

Oct., 1927 587 26.5 *34.7 63.7 *48.6 *124 





tIncludes unserviceable cars. 

§Includes equivalent coal tonnage for fuel oil consumed. 
7Data not available. 

*Best record of the comparative period. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed in Class I railroad 
freight and passenger train service, exclusive of switching and 
terminal companies, in the ten months ended with October, was 
$259,857,641, as compared with $265,563,920 in the corresponding 
period of 1926, and in October, $27,848,041, as against $29,263,290 
in October, 1926, according to the monthly statement on fuel 
costs prepared from carrier reports by the bureau of statistics 
of the Commission. 

In the ten months ended with October, 79,408,762 net tons 
of coal were consumed as against 82,598,695 in the same period 
of 1926. ,The average cost per ton was $2.67 as against $2.61 in 
the 1926 period. The total cost was $211,853,980 as against 
$215,660,670 in the 1926 period. 

‘In the ten months ended with October, 1,691,630,066 gallons 
of fuel oil were consumed as against 1,700,663,037 gallons in 
the 1926 period. The average cost per gallon was 2.84 cents 
as against 2.93 cents in the 1926 period. The total cost was 
$48,003,661 as against $49,903,250 in the 1926 period. 

In October, 8,417,824 net tons of coal were consumed, as 
against 8,987,881 tons in October, 1926. The average cost per 
ton was $2.68 as against $2.62 in October, 1926. The total cost 
‘Was $22,592,912 as against $23,551,625 in October, 1926. 

In October, 195,389,865 gallons of fuel oil were consumed 
as against 190,596,948 gallons in October, 1926. The average 
cost per gallon was 2.69 cents as against 3 cents in October, 
1926. The total cost was $5,255,129 as against $5,711,665 in 
October, 1926. ; 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 1-7, inclusive, was 385,748, as compared with 352,168 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 148,614; ventilated box, 1,031; auto and furniture, 24,526; 
total box, 174,171; flat, 9,746; gondola, 84,070; hopper, 81,333: total 
coal, 165,403; coke, 1,502; S. D. stock, 17,614; D. D. stock, 3,074; re- 
frigerator, 12,289; tank, 413; miscellaneous, 1,536. 


Canadian roads reported a surplus of 5,500 box, 1,100 auto 


and furniture, 1,000 flat, 550 S. D. stock, and 350 refrigerator 
cars. 


I. C. C. TO CLOSE SATURDAY 


Under an executive order issued by President Coolidge, the 
offices of the Commission, Shipping Board and other government 
departments will be closed Saturday, December 24. By this 
action of the President, government employes will have a 
three-day holiday as the government departments also will be 
closed Monday, December 26, on account of Christmas. The 


President said the order was not to be deemed as establishing 
a precedent. 
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GULT PACIFIC LINE 


SAILINGS TO 


Los Angeles—San Francisco — Oakland — Portland—Seattle 
Tacoma and Vancouver (B. C.) 


From: MOBILE NEW ORLEANS 
. POINT MONTARA December 27 December 31 
. POINT SUR* January 8 January 14 
. POINT REYES January 22 January 28 
. POINT BONITA* February 6 February 11 
. POINT JUDITH* il Gl ID AYS February 18 February 25 
. POINT LOBOS March 3 March 10 
. POINT FERMIN* March .17 March 24 
*Also calls San Diego. 
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Through Bills of Lading issued to Hawaii, Australia, New Zealand and Dutch East Indies. Subject to Trans-shipment 
via San Francisco. 


For Rates, Booking or Other Information, Apply to 
THE STEELE STEAMSHIP LINE, INC. SWAYNE & HOYT, INC. 
General Gulf Agents Pacific Coast General Agents 
Main Office: 424 Whitney Building, New Orleans, La. Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent, 209 South La Salle St., Chicago, IIl. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent, 320 Merchants Exchange Bldg., St. Louis, Mo. 
H. E. DEVOY, Soliciting Agent, 7-11 Water Street, New York, N. Y. 


Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 
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PUEBLA ‘ © Design 


From VERA CRUZ 


WEEKLY SERVICES 
The Only Standard Gauge Line MEX ITY a 
The Short Line in Distance — 23 Hours NEW YORK—Ward Line 


eee , To; PACHUCA NEW ORLEANS—Cuyamel Line 
The Short Line in Time of Transit PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent , W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 
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MEN IN TRANSPORTATION 





Enactment of legislation approved or desired by the Na- 
tional Industrial Traffic League will be sought at the present 
session of Congress by R. C. Fulbright, chairman of the legis- 
lative committee of the League. 

“We are participating in the hearings on the Parker railroad 
consolidation bill,” said Mr. Fulbright. “We shall also endeavor 
to have considered a bill to amend section 15-a of the interstate 
commerce act by revising the rate-making provision and repeal- 
ing the recapture provision. We shall also seek to obtain 
amendments to the law providing for appeals from orders of 
the Commission so that appeals may be had from negative orders 
and where an order is based on an error of law. The present 
law does not require that members of the Commission be learned 
in the law and we, therefore, do not feel that they should have 
final jurisdiction in construing the law.” 

There are other features of the League’s legislative program 
that may be brought to the attention of Congress at this ses- 
sion if opportunity is afforded. 


The League, according to Mr. Fulbright, desires the enact- 
ment of legislation permitting unification of railroads, subject 





R. C. FULBRIGHT 


to the approval of the: Commission, but is opposed to there 
being a declaration of policy included in such legislation. The 
original Parker bill (H. R. 11212), introduced April 12, 1926, 
contained a section declaring it to be the policy of Congress 
to authorize and encourage the unification of carriers into a 
number of strong and efficient and well-balanced systems. Owing 
partly to the opposition of the League to such a declaration by 
Congress, this provision was omitted in the revised Parker bill 
now under consideration by the House committee on interstate 
and foreign commerce. 


The revised Parker bill (H. R. 5641) provides that the 
unification, through any method specified in the bill, of carriers 
or of property of carriers “is hereby authorized, and the Com- 
mission shall carry out the provisions of this title in such 
manner as to protect the public interest, preserve necessary 
weak or short lines, bring about ultimately the establishment 
of a number of strong, efficient, and well-balanced systems, pro- 
mote economy, afford better service, provide simplified and 


more effective regulation of carriers, eliminate unnecessary 
duplications and wasteful competition, prevent any undue lessen- 
ing of existing carrier competition in service if such competition 
is deemed essential in the public interest, and obtain the ad- 
vantages of competition between the systems so established.” 

“We believe that the bill should contain more definite re- 
quirements for the preservation of competition between carriers 
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and more definite assurance that existing routes and channels 
of trade shall be maintained,” said Mr. Fulbright, adding that 
there were situations involving competition between carriers as 
to rates as well as in service. 

Mr. Fulbright has been chairman of the legislative com- 
mittee of the League since 1921, having been appointed in 
November of that year. He was born at New Boston, Tex., 
October 6, 1881. He is graduate of Baylor University of 
Waco, Tex., and of the University of Chicago. After completing 
his education, he became associated with the general attorneys 
for the Frisco lines in Texas and Louisiana, and participated 
in a number of rate cases on behalf of the Frisco and other 
railroads in the southwest, including the Shreveport case. From 
1913 to 1917 he was attorney for the receiver of that part of the 
Frisco system that later became the Guif Coast Lines after 
reorganization in 1917. At that time he was appointed assistant 
general counsel of the Gulf Coast Lines. In October, 1917, he 
became president of the Houston Compress Company, a position 
that he still holds. He began representing shipping interests 
in July, 1918, when he gave up his railroad employment. In 
addition to being chairman of the legislative committee of the 
National Industrial Traffic League, Mr. Fulbright is chairman 
of similar committees of the Southwestern Industrial Traffic 
League and of the Texas Industrial Traffic League, and a mem- 
ber of the advisory committee of the transportation and com- 
munication department of the Chamber of Commerce of the 
United States.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The St. Louis Traffic Club held a past-presidents’ day at 
the Chamber of Commerce December 19. There was a large 
attendance. A long telegram containing reminiscences and 
good cheer was received from George W. Simmons, a banker 
in New York, who was the first president of the club, having 
held that office in 1907, 1908, and 1909. Talks were made by 
all other past presidents now residing in St. Louis. They were 
as follows: C. H. Howard, president, Commonwealth Steel 
Company, Granite City, Ill., president traffic club 1913; T. C. 
Whitmarsh, president, W. T. Ferguson Lumber Company, St. 
Louis, president traffic club 1915; O. H. Greene, comptroller, 
National Lead Company, St. Louis, president club 1916; F. C. 
Reilly, assistant traffic manager, Mississippi-Warrior Service, 
St. Louis, president club 1918; A. D. Aiken, assistant general 
freight agent, Rock Island, St. Louis, president club 1920; A. F. 
Versen, president, Columbia Cab Company, St. Louis, president 
club 1921; S. S. Butler, freight traffic manager, Frisco, St. Louis, 
president club 1922; H. S. Snow, American Zinc, Lead & Smelter 
Company, St. Louis, president club 1923; B. H. Dally, general 
freight agent, Pennsylvania, St. Louis, president club 1924; 
E. E. Eversull, manager, Lumbermen’s Traffic Bureau, St. Louis, 
president club 1925; and H. J. Dentzman, assistant general 
freight agent, C. & E. I., St. Louis, president club 1926. The 
weekly luncheons will be discontinued during the holidays. The 
next will be January 9. 





The Traffic Club of Sioux City will hold its annual dinner- 
dance at the Martin Hotel January 18. 





The Traffic Club of New Orleans elected the following offi- 
cers December 12: President, Joseph Lallande, general freight 
agent, Southern Pacific; first vice-president, J. W. Elizardi, dis- 
trict freight agent, American Sugar Refining Company; second 
vice-president, J. E. Fitzwilson, vice-president, New Orleans & 
Northeastern Railroad, and executive general agent, Southern 
Railway; third vice-president, W. H. DeFrance, superintendent 
of docks, Board of Commissioners, Port of New Orleans; secre- 
tary, E. C. Marks, commercial agent, L. & N.; treasurer, J. W. 
Mooney, assistant to traffic manager, Mississippi-Warrior Serv- 
ice; directors, F. A. Edmondson, general agent, Frisco; Carl 
Giessow, general manager, New Orleans Joint Traffic Bureau; 
J. L. Hogan, general agent, Texas & Pacific; and E. W. Owen, 
assistant secretary, Southern Cypress Manufacturers’ Associa- 
tion, and traffic manager, Louisiana Red Cypress Company. 





The Pacific Traffic Association held its Christmas Jinks at 
the Commercial Club, San Francisco, December 20. A buffet 
supper was served and there was an elaborate program of 
entertainment, including vaudeville and music. Daniel Tinney, 
traveling freight agent, Northern Pacific, was chairman. Officers 
were installed. 





The Transportation Club of St. Paul held a “ladies’ day” 
luncheon at the Saint Paul Hotel December 20. There was a 
program of Christmas entertainment. Christmas presents were 
given the ladies. A dance will be held at the Waldorf Paper 
Products Company’s recreation hall December 28. A _ buffet 
supper will be served by Northern Pacific chefs. 





The Women’s Traffic Club of San Francisco held a meeting 
at the women’s City Club December 15. Ross Bray, traffic 
manager of the Trojan Powder Company and newly elected presi- 
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Your Question 


A MISSING & Answered 
TARIFF §& Is LaSalle Traffic 


Training Practical? 


can cause a lot of trouble. It may 


i y In all its training courses, LaSalle Extension Uni- 
be the veaeee of getting out a car versity has taken the stand that both theory and 
today that could have been held practice are absolutely essential to a well-balanced 

a Ae plan of building individual ability. The man who 
over until tomorrow to: take ad- 6 secures only theory, or the man who secures only 

= ; practice, is getting only one-half of what he has a 
vantage of a reduction. It may right to expect and to demand. 


mean a lost opportunity to hurry A successful lawyer must know the principles on 


which law is based. A successful doctor must know 
out a ear today to forestall i the laws of the body and the principles of chemistry 


on which medical treatments are based. A successful 

9 : business man must know the fundamental rules on 
tomorrow s advance. A which commercial and industrial success rest. But 
lawyers and doctors and business men are not really 


¢ most efficient until they have gained the ability to 
And every traffic manager knows i; apply those laws and rules to individual cases. They 


e ee om acquire skill with practice. 
the delay and grief incident to set- {3 ? 7 
° So the LaSalle course in Traffic Management teaches 
tling overcharge and undercharge. the underlying rules and principles of Traffic Manage- 
: ment and, in addition, through our Problem Method, 


claims resulting from shipping (i gives a man the actual practice in traffic work that he 
‘ 4: must have in order to be a skilled traffic man. 
under rates that have been revised 


LaSalle Traffic Management training is, above all things, in- 


without his knowledge. : = ractical. It presents the recorded, proven experience 


eaders in the traffic field—many years of successful 

experience condensed into one year of training. We have 

done away with academic questions and answers. We use 

pes practical problems—problems which are real and tan- 
e, 


The traffic department in which Ps gib 


problems which give actual opportunity to apply the 
student’s knowledge of the theory of traffic management. 


With the aid of our Traffic Advisory Council, comprising 
some three hundred and sixty of the foremost traffic experts 


bd e of the country, both railroad and industrial, we have collected 
e ra IC etin IS actual problems met in traffic work in railroad offices, in 
: industrial traffic departments, in commerce associations, in 


emanates trade association traffic bureaus, and elsewhere. A student 
of LaSalle Traffic Management course has to solve a greater 
variety of practical problems during his training than he 


is checked over each week would probably have occasion to solve in several years of 


actual traffic work. He actually uses the documents and 


is sp are d these expenses + tools that a traffic man uses at his work. 


When he is through his training, he not only knows the tools 


and annoyances for in 4 with which he must work, but he is a master of them. He 
’ ; is not only a thoroughly trained man but an experienced man. 

THE TRAE I IC BULLETIN Thus the ap employee, faced —— the problem hes age 
s © ° ing tonnage, of inaugurating or adjusting rates which wi 
18 printed a complete list of f insure adequate revenues and divisions, of adjusting claims 
* e KY of more than ordinary difficulty, and other problems, will find 

the tariffs filed with the Com- iy that he has ——- learned how to do the work. Similarly 
a i : the Ron eg traffic anaiors, as F. result of the eo 
Method, will approac is rate adjustment, routing, claim, 

mission in the current week. car service, export, packing, classification and other problems 

with expert knowledge and a justifiable confidence in his 
own ability to solve them. Traffic leaders the country over 

recognize this evolutionary step in training as one outstanding 


reason why they may, and do, consistently and enthusiastically 
endorse LaSalle training and recommend it to their associates. 
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Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
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In addition, this training enables the railroad man to talk 
the shipper’s language. ft gives the industrial traffic man a 
sympathetic understanding of railroad problems. The rail- 
road man thus strengthens his contacts and gets more _ busi- 
ness, The industrial man similarly builds up his railroad 
contacts and gets better service. 


To the traffic man who aspires to better things, and is willing 
to pay the price for success; who is ready to think through 
his problems and arrive at a solution, who is ready and 
willing to do things, we commend LaSalle Traffic Manage- 
ment training as offering him the opportunity to get out 
of the rut and make more money. 


Dept. 1295-A 


LaSalle Extension University 
Chicago 
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dent of the Pacific Traffic Association, spoke on the coming 
convention of the Associated Traffic Clubs of America at San 
Francisco. Miss H. M. Miehl, secretary of the Wholesalers’ 
Traffic Association, presided. The Christmas party of the club 
will be held in the week between Christmas and New Year’s. 





The Traffic Club of Baltimore has ratified the resolution 
adopted by the Associated Traffic Clubs of America at Rich- 
mond pertaining to the Hoch-Smith resolution. The resolution 
adopted by the association on the subject of railroad consolida- 
tions was tabled. 





The Traffic Club of Memphis held a meeting at the Hotel 
Gayoso December 19. Nellie Taylor Ross, ex-governor of 
Wyoming, was the speaker. The next luncheon meeting will 
be January 9. 





The Oakland Traffic Club held its first annual Christmas ban- 
quet at the Leamington Hotel December 13. There was an attend- 
ance of 80. Short talks were made by the officers of the club 
and the chairmen of the various committees. President How- 
ard, of the Oakland Chamber of Commerce, commended the 
organization on its growth and emphasized the necessity for 
cooperation with the Chamber of Commerce. There was a 
program of music. 





There was an attendance of 250, including the wives and 
friends of member, at the installation of officers held by the 
Traffic Club of Tulsa December 13. L. W. Land, district freight 
agent, B. & O., was toastmaster. He presented W. W. Stumph, 
retiring president, with a floor lamp, as a gift of the club. 
Mr. Stumph spoke in response, thanking the officers and mem- 
bers for their support while he was in office. 





The Traffic Club of New York held a “house warming” at 
the club rooms in the Waldorf-Astoria December 23. Enter- 
tainment of a high-class professional nature was provided. The 
monthly meeting will be held December 30. There will be a 
speaker and entertainment. : 





The Los Angeles Transportation Club held a Christmas 
luncheon December 19. C. L. Seagraves, general colonization 
agent, Santa Fe, spoke on “Empire Building.” Robert Irwin, 
general claim agent, Santa Fe, presented a selection. F. P. 
Cruice, assistant general freight agent, Santa Fe, was chairman, 
and J. Arthur Lewis, passenger agent, Santa Fe, led community 
singing. 





There was an attendance of 475 at the mid-year dinner of 
the Traffic Club of Pittsburgh at the William Penn Hotel De- 
cember 15. W. J. Herman, president of the club, presided and 
introduced the speaker, Gordon Fisher, president, Sprang, Chal- 
fant & Co., Inc. Leon Errol, star of “Yours Truly,” gave a 
humorous talk. In addition to vaudeville, entertainment was 
provided by the B. & O. Glee Club, from Baltimore. The four- 
reel picture, “The Fair of the Iron Horse,’ was shown. J. W. 
Mathews, traffic manager, Central Tube Company, was general 
chairman of the committee in charge. 





The Brooklyn Traffic Club held a meeting at the Hotel St. 
George December 15. After a discussion of traffic problems 
affecting Brooklyn, the entertainment committee presented some 
well-known artists. F. Bilek, traffic manager of the Chelsea 
Fiber Mills and president of the club, announced the committees 
for the coming year. 





The Decatur Transportation Club elected the following offi- 
cers at its annual meeting December 14: President, P. G. King, 
assistant treasurer, Halladay Bumper Company; first vice-presi- 
dent, Z. C. Snell, freight agent, Illinois Central; second vice- 
president, R. F. Watt, traffic manager, Meridith Furniture Com- 
pany; third vice-president, J. E. Dooley, traveling freight agent, 
Wabash; secretary, Al Lukey, assistant to the traffic manager, 
A. E. Staley Manufacturing Company; assistant secretary, F. 
O. Goodwill, traffic manager, Decatur Malleable Iron Company; 
treasurer, L. C. Bundy, division freight agent, Illinois Traction 
System; publicity, H. E. Bloomquist, traffic manager, Decatur 
Coffin Company; directors, D. C. O’Dell, division freight agent, 
B. & O.; A. S. Crabb, assistant traffic manager, A. E. Staley 
Manufacturing Company; M. M. Cooper, traffic manager, Mis- 
sissippi Valley Steel Constructural Company; J. W. Beckam, 
sales manager, specialties department, Decatur Milling Com- 
pany; and L. F. Boss, division freight agent, Wabash. 





The Oklahoma City Traffic Club did not hold its “Christmas 
Dinner” December 19, as planned. The annual dinner-dance 
os be held January 19. The new officers will be installed at 
that time. 





The Traffic Ciub of Hamilton (Ont.) has elected the fol- 
lowing officers: President, O. A. Sharp, Canadian Pacific Ex- 
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press; honorary president, W. J. Grant, district freight agent, 
Canadian Pacific; vice-president, G. M. Thomas, Canadian Na. 
tional; honorary secretary, D. McLean, manager, transportation 
department, Hamilton Chamber of Commerce; secretary-treas- 
urer, W. T. Galloway, Toronto, Hamilton & Buffalo Railway; 
executive committee, A. J. George, Canadian Westinghouse 
Company; E. P. Morrill, Erie, at Toronto; L. F. Neilson, Stand- 
ard Underground Cable Company; A. E. Rankin, Canadian 
Steamship Lines; J. Redmond, Frost Steel and Wire Company, 
Ltd.; and B. G. Wright, Burlington Steel Company. 





The Lansing Traffic Club has elected the following officers: 
President, H. E. McGiveron, traffic manager, Motor Wheel Cor- 
poration; vice-president, Marshall Graham, traffic manager, Reo 
Motor Car Company; secretary-treasurer, Melroy Lewis, agent, 
Pere Marquette. The club holds its regular meetings the sec. 
ond Wednesday of each month. 





The Birmingham Traffic & Transportation Club has ratified 
the resolutions pertaining to railroad consolidation and the 
Hoch-Smith resolution adopted by the Associated Traffic Clubs 
of America at Richmond. 





The Traffic Club of Tulsa has ratified the resolution per- 
taining to industrial waste adopted by the Associated Traffic 
Clubs of America at Memphis. 





The Transportation Club of Peoria will hold its annual din- 
ner at the Pere Marquette Hotel January 17. W. L. Ross, presi- 
dent of the Nickel Plate, will be the principal speaker. 





The Bridgeport Traffic Association will hold its annual din- 
ner at the Stratfield Hotel January 16. 


MIDWEST ADVISORY BOARD 


President W. W. Atterbury, of the Pennsylvania, will be 
the principal speaker at the fourth annual and fifteenth regular 
meeting of the Midwest Shippers’ Advisory Board at Chicago 
January 12. Besides the usual commodity committee reports, 
estimating prospective business, and the railroad reports, short 
business talks will be made as follows: B. F. Affleck, president, 
Universial Portland Cement, “Cement;” V. L. Alward, president, 
American Furniture Mart, “Wholesale Merchandising;” Craig 
B. Hazelwood, first vice-president, American Bankers’ Associa- 
tion, “Banking and Credits;” H. F. Perkins, senior vice-presi- 
dent, International Harvester Company, “Agricultural Imple- 
ments;” George W. Reed, vice-president, Peabody Coal Company, 
“Coal;” C. R. Robinson, vice-president, Inland Steel Company, 
“Tron and Steel,” and Samuel H. Thompson, president, Ameri- 
can Farm Bureau Federation, “Agriculture.” M. J. Gormley, 
chairman of the car service division of the American Railway 
Association, will discuss general transportation conditions, and 
W. D. Beck, district manager, American Railway Association, 
will discuss conditions local to the territory of the board. 
Officers will be elected. The nominating committee has sub- 
mitted the following nominations: General chairman, Robert 
C. Ross, general traffic manager, Joseph T. Ryerson & Son, Inc., 
Chicago; alternate general chairman, John L. Bowlus, manager, 
transportation department, Milwaukee Chamber of Commerce; 
general secretary, Robert Hula, traffic manager, Clayton Mark 
& Co., Chicago. 


HEAVIER CAR LOADING 


A protest against heavier carloading as advocated by the 
carriers and certain regional advisory boards is voiced by the 
Chamber of Commerce and Manufacturers’ Club of Mansfield, O., 
in a resolution adopted by the two organizations. The resolution 
says the action was taken because of the detrimental and dis- 
criminatory effect on small shippers and receivers in that in- 
creased heavy loading causes a slowing up in handling less-than- 
carload shipments, and the fear that the eventual result will be 
increases of applicable minimum weights and the building of 
larger sized cars, which are already said to put a heavy burden 
on the small dealer. 

It is understood the resolution will be presented to the Great 
Lakes Regional Advisory Board, in the hope that any action 
advancing the program for heavier loading at the meeting to be 
held at Toledo January 11 will be forestalled. It will also be 
submitted to the transportation committee of the Grain Dealers’ 
National Association by Henry L. Goemann, chairman of the 
committee, who is chairman of a joint committee of the two 
organizations that passed the resolution. 


MOTOR VEHICLE ARGUMENT 


The Commission has postponed the oral argument in No. 
18300, Motor bus and motor truck investigation, from January 16 
to February 10. The proposed report in this proceeidng has not 
yet been issued. It is expected it will be made public in the 
early part of January. 
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A Holiday Greeting to our 
Friends and Patrons 


There never was a period in the history of the world when the bless- 
ings of the time and of the nation were so abundant for all the people 
as they are now in America. Therefore, the spirit of “good will toward 
all men” should have in these days unusual significance, if we will but 
remember our interdependence, one upon another, and be guided by a 
willingness for fair play and by a desire to serve. 
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It is the spirit of service and of good will that give our Christmas 
and New Year holidays their lasting value. To us who have cast our lot 
with the railroad, the spirit of service is our daily inspiration, and we 
seek and cherish the good will of those whom we serve. 


So, as we enter the holiday Season; to bid the Old Year Godspeed 
and to welcome the arrival of the New Year, the Rock Island Manage- 
ment extends to its many friends and patrons our sincere wish that pros- 
perity and progress niay accompany you during another year, and that 
our organization of forty thousand loyal men and women may be of 
greater service to you, in our earnest desire to aid in upbuilding the 
commerce of the nation. 








Sincerely, 
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Personal Notes 





E. R. Bardgett, 
the new president 
of the Traffic Club 
of New York, has 
been connected 
with the railroad 
and steamship busi- 
ness since he was 
sixteen years old. 
He started as mes- 
senger with the 
Northern Steam- 
ship Company at 
Buffalo and later 
took a similar posi- 
tion in the office of 
the general north- 
ern freight agent of 
the Lehigh Valley 
in the same city. 
He continued with 
this line and allied 
despatch lines in 
various traffic ca- 
pacities and at vari- 
ous points for sev- 
eral years and then 
became general 
eastern freight 
agent of the Chi- 
cago and Alton in 
New York. 

During the war he was port agent at Toledo for the Ore 
and Coal Exchange. Later he joined the Cunard-Anchor Asso- 
ciation as freight manager at its Cleveland office and six months 
later was transferred to the New York office as general freight 
agent of the Cunard Line, his present position. He has worked 
hard and effectively to forward the interests of the New York 
club. He has been chairman of the reception committee, mem- 
ber of the board of governors, chairman of the house committee 
and chairman of the board of governors. 





E. R. Bardgett 





C. K. Dunlap, traffic manager, Southern Pacific Lines in 
Texas and Louisiana, has resigned, effective December 31, after 
forty years of service. He will take up residence in New York. 
Me S. Fay, traffic manager of the Louisiana lines, will succeed 

m. 

E. L. Roberts, of Washington, D. C., has been appointed 
general manager and secretary of the National League of Com- 
mission Merchants of the United States by the advisory board 
of the organization. He succeeds Robert S. French, who died 
last August. Mr. Roberts became assistant to Mr. French in 
September, 1920. Prior to that he was truck crop specialist 
in the Department of Agriculture and before that he was with 
the New York, New Haven & Hartford, at New York. 

The following appointments have been made on the Illinois 
Traction System: W. H. Blair, general freight agent, Spring- 
field, Ill.; H. B. Lumley, general agent, Toledo; W. F. Schmidt, 
general agent, San Francisco; J. C. McCutchen, general agent, 
Los Angeles; and Charles Litzky, general agent, Milwaukee. 

Philip E. McIntyre, western traffic manager, Black Diamond 
Steamship Corporation, at Chicago, will become manager of 
the New York office of the Oriole Lines January 1. 


CANADIAN BOARD ORDERS 


In the matter of the application of the Queens Central Agri- 
cultural Society No. 70 N. B., for an order directing that switch- 
ing charges made by the Canadian Pacific from East St. John 
to West St. John, N. B., be reduced from three cents a hundred 
pounds to one cent a hundred pounds, the Board of Railway 
Commissioners for Canada has dismissed the complaint, finding 
the terminal interchange involved an especially difficult and 
expensive one. Joined with the request for a reduction of the 
three-cent switching charge was one for a reduction in a charge 
of 74% cents a hundred pounds on hay for feeding cattle shipped 
from West St. John, the movement being between the same 
two points. The board found that the 7%4-cent charge should 
be reduced to 4% cents. 

The board has rescinded its order, No. 39556, dated Sep- 
tember 15, 1927, which suspended, pending hearing, Thompson’s 
tariff C. R. C. No. 71, in so far as it affected rules and charges 
for car demurrage on bulk grain consigned to public terminal 
elevators at Vancouver. 

Order No. 37540, dated April 20, 1926, which suspended 


Canadian Freight Association tariff C. R. C. No. 256, pending 
hearing, has been rescinded. The tariff proposed an advance 
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in rates on perfumes and was protested by Woodwards, Ltd., 
and the Retail Merchants’ Association of Canada. 

The board has approved supplement No. 6 to tariff C. R. C. 
No. E. T. 694, filed by C. N. Ham, chairman, Express Traffic 
Association, covering regulations for the transportation of acids 
and other dangerous articles by express. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for October, 
1927, shows 22,995 cars held overtime—a percentage of 06.74— 
as against 25,076 cars—a percentage of 07.82—for October, 1926. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended December 17 totaled 13,534 cars, as compared with 
13,982 cars (revised) the preceding week, and 12,907 cars in 
the corresponding period of 1926, according to carrier reports 
to the Bureau of Agricultural Economics of the Department of 
Agriculture. Shipments were reported as follows: 


Apples, 1,222 cars; cauliflower, 143 cars; cabbage, 674 cars; celery, 
930 cars; eggplant, 6 cars; grapefruit, 457 cars; imports, 46 cars; 
grapes, 39 cars; green peas, 7 cars; imports, 15 cars; lemons, 91 cars; 
lettuce, 1,159 cars; mixed citrus fruit, 521 cars; mixed deciduous fruit, 
9 cars; mixed vegetables, 657 cars; imports, 2 cars; onions, 616 cars; 
oranges, 2,676 cars; imports, 50 cars; pears, 37 cars; peppers, 42 cars; 
imports, 3 cars; spinach, 354 cars; string beans, 160 cars; sweet pota- 
toes, 533 cars; tomatoes, 85 cars; imports, 85 cars; potatoes, 3,116 cars; 
imports, 70 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal in the week ended December 10 was 
estimated at 9,678,000 net tons by the Bureau of Mines of the 
Department of Commerce. Anthracite production was estimated 
at 1,388,000 net tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended December 11 totaled 66,185 net tons. Anthra- 
cite shipped from Lake Erie ports totaled 10,046 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended December 10 totaled 332,679 net tons, of which 
182,409 tons were for New England delivery, and from Charleston, 
S. C., 461 tons for bunker use. 


ACCIDENT PREVENTION AWARDS 


The E. H. Harriman memorial medals for the most con- 
spicuous accident prevention work by the railroads in the year 
ending December 31, 1926, will be presented to the prize-winning 
railroads at a luncheon meeting at the Biltmore Hotel, New 
York, on December 28. A special certificate will be presented to 
the Union Pacific system in acknowledgment of its accomplish- 
ment in the safety field in 1924, 1925 and 1926. The presenta- 
tions will be made by Charles M. Schwab, on behalf of the 
American Museum of Safety. 

‘The Harriman Gold Medal, the first prize for Group A rail- 
roads, those operating ten million or more locomotive-miles a 
year, goes to the Norfolk & Western. The silver replica, first 
prize, for the Group B roads, operating from one million to ten 
million miles, was awarded to the Duluth, Missabe & North- 
ern Railway, and the bronze replica was awarded to the Omaha, 
Quincy & Kansas City Railroad, as the prize winner of Group 
C, roads operating less than one million locomotive-miles a year. 


DOCKET OF THE COMMISSION 


NOTE—Items in the Docket marked with an asterisx (*) are new. 
naving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 28—Washington, D. C.—Examiner Molster: 

* Finance No. 6613—Application of Michigan Central R. R. for au- 
thority to acquire control by lease of the railroad of the Detroit 
Manufacturers’ 

December 28—Argument at Washington, D. C.: 

18641 Pa Sub. Nos. 1 to 3, incl. )—Potomac Hlectric Power Co. vs. 
C. & O. Ry. et al. 
bs gk pened Car Corp. vs. L. & W. R. R. 
13546—Kanawha Black “Bond. Coal Co. et al. vs. C. & O. Ry. et al. 
= oe Black Band Coal Co. et al. vs. Retvcen Central 
y.e 


Decembér 29—Argument at Washington, Dp. c:: 
19021—J. M. Card Lumber Co. vs. N. C. & St. L. Ry. 
19111—Gutmann and Co. vs. B. & O. R. R. et al. 
19244—Buckeye Cotton Oil Co. vs. B. & O. R. R. et al. 


Cosemper 30—Argument at Washington, D. C.: 
9072—Chapman-Price Steel Co. vs. A. T. & 8. F. Ry. et al. 
18248 —Colgate & Co. vs. T. & J. Ry. et al. 
18598—D. A. Stickell & Sons., Inc., vs. W. Md. Ry. et al. 
somes 2 e-Atlanta Ga.—Examiner Money: 
10122. ndard Time Zone Investigation. 

January 7 ¢-Wialietan D. C.—Examiner Davis: 

* Finance No. 6625—Joint avaeeses of Mountain States Telephone 
& Telegraph Co. and Ida A. Van Dyke and Cleve W. Van Dyke, 
doing business as Ida A. Van Dyke Telephone Service, for a 
certificate that the acquisition by the Mountain States Telephone 
& Telegraph Co. of the Telephone properties of the individuals 
named will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

January 4—Knoxville, Tenn.—Examiner McChord: 

19235—Knoxville Freight Bureau et al. vs. Southern Ry. et al. 
20031—Knoxville Freight Bureau et al. vs. Mo. Pac. R. R. et al. 
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January 4—Washington, D. C.—Examiner Glover: 
Fourth Section Application 13251—Filed ong F by Southern Ry., 
Southern Freight Assn., and American Short Line R. R. Assn. 


January 4—Washington, D. C.—Examiners Marchand and Walton: 
Valuation No. 1072—In re tentative valuation of the property of the 
Cc. M. & St. P. Ry. 
Valuation No. 760—Seattle, Port Angeles & Western Ry. 
Valuation No. 768—Bellingham & Northern Ry. 
Valuation No. 771—Gallatin Valley Ry. 
Valuation No. 794—Puget Sound & Willapa Harbor Ry. 
Valuation No. 797—Milwaukee Terminal Ry. 
Valuation Ne. 798—Tacoma Eastern R. R. 


January 4—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 1841 et al. 


January 4—Washington, D. C.—Assistant Director Burnside and Ex- 
aminer Devoe: 

Finance No. 4705—In the Matter of the Application of William T. 
Kemper, receiver of Kansas City, Mexico & Orient R. R., for au- 
thority under Section 20a of the Interstate Commerce Act to issue 
and pledge a receiver's certificate for $1,000,000. 

Finance No. 4813—In the Matter of the Application of the Kansas 
City, Mexico & Orient Ry. for a certificate of Public convenience 
and necessity under paragraph (18) of Section 1 of the Inter- 
state Commerce Act to acquire and operate the properties of the 
Kansas City, Mexico & Orient R. R. 

Finance No. 4814—In the Matter of the Application of the K. C. M. 
& O. Ry. for authority under paragraph (2)° of section 5 of the 
interstate commerce act to acquire control of the Kansas City 
Hees & Orient Ry. of Texas by purchase of capital stock and 

onds. 

Finance No. 4826—In the matter of the Application of the K. C. M. 
& O. Ry. for authority under section 20a of the interstate com- 
merce act to issue its capital stock and to assume obligation and 
liability in respect of certain notes. 


January 5—Argument at Washington, D. C.: 
1. & §S. 2990—Absorption of Drayage Charges on lead or zinc ore 
or concentrates by Southwest Missouri R. R. 
17573—-Charles A. Krause Milling Co. vs. B. & O. R. R. et al. 
1. & S. 2897—Newsprint Paper from pts. in Ontario and Quebec, Can., 
to Nashville, Tenn. 


January 6—Asheville, N. C.—Examiner McChord: 
20024—-Western Carolina Shippers’ Assn. et al. vs. Southern Ry. 
20049—Jefferson Wood Working Co., Inc., vs. L. & N. R. R. 


January 6—Argument at Washington, D. C.: 
12726—Hagerstown Chamber of Commerce, Inc., vs. W. Md. Ry. et al. 
15345—Tidewater Portland Cement Co. et al. vs. C. & P. R. R. et al. 
15354—-Waynesboro Chamber of Commerce et al, vs. W. Md. Ry. et al. 
16845 (and Sub. Nos. 1 to 7, incl.)—Iola Cement Mills Traffic Assn. 
et al. vs. A. & V. Ry. et al. 
16988—Oklahoma Portland Cement Co. vs. A. & V. Ry. et al. 


— Applications No. 462, 638 and 12050 of F. A. Leland, 


January 6—Ft. Worth, Tex.—Examiners Money and Esch: 
17000—Part 8—Cottonseed, its products and related articles. 
1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 
1. S. 2820—Vegetable oils and related articles in Official Classifica- 
cation territory. 
|. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 
1. & S. 2926—Vegetable oils in Official Classification territory. 
I. 2 S. Ser ceeenate oils and related articles in Official Classifica- 
erritory. 
14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer ae & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. Nos, 1 to 3, incl.).—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 
bas ay apne Association of Chicago Heights. vs. B. & O. 
. R. et al. 
bid ng none _— 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
3 et al. 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al. 
ee Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 
et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
— Cottonseed Crushers’ Assn. vs. C. R. I. 
et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners and Crushers 
Assn. et al. vs. Apache Ry. et al. 
be Ww" auuennaees Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 
19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 
19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 
19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 
20068—Graco Milling Co. vs. A. & S. Ry. et al. 
20067—San Diego Oil Products Corp. vs. S. D. & A. Ry. et al. 
20066—San Diego Oil Products Corp. vs. Holton Inter-Urban Ry. et al. 
20130—Buckeye Cotton Oil Co. et. al. vs. A. & R. R. R. et al. 
20142—Portsmouth Cotton Oil Refg. Co. vs. A. & R. R. R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 


January 7—Asheville, N. C.—Examiner McChord: 
m_a Carolina Shippers’ Assn. et al. vs. A. C. L. R. R. 
et al. 
Portions of Fourth Section Applications Nos. 1625, and 1780, 2055, 
2060, 2063 and 1548. 
20048—Western Carolina Shippers’ Assn et al. vs. Sou. Ry. 


January 9—Asheville, N. C.—Examiner McChord: 
19898—Western Carolina Shippers’ Assn et al. vs. A. S. Ry. et al. 
Portions Fourth Section Application Nos. 542, 3965, 1952 and 1548. 
20052—Western Carolina Shippers’ Assn. et al. vs. N. & W. Ry. et al. 

20148—Western Carolina Shippers’ Assn. et al vs. Sou. Ry. Co. 


& P. Ry. 


et al. 
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January 9—Washington, D, C.—Examiner Weems: 
19887—Allendale Grocery Co. vs. A. C. L. R. R. et al. 
20019—Allendale Grocery Co. vs. C. & W. C. Ry. et al. 


seme 9—Washington, D. C.—Director Mahaffie and Examiner 
olster: 

Finance No. 6690—Application N. Y. C. R. R. for authority to ac- 
quire control by lease of the railroads of the Cleveland, Cincinnati, 
Chicago and St. Louis Ry., the Michigan Central R. R. and Chi- 
cago, Kalamazoo & Saginaw Ry. 

Finance No. 5688—Application C. C. C. & St. L. Ry. for authority 
to acquire contro] Zz. lease of the railroads of the Cincinnati 
Northern R. R., the ansville, Indianapolis and Terre Haute Ry. 
(Further hearing.) 

January 9—St. Paul, Minn.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 

beg eg National Live Stock Assn. et al. vs. A. T. & S. F. 

. Ry. et 

15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 

15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 


et al. 

Sepa, City Live Stock Exchange et al. vs. A. T. & S. F. 
y. © 

16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 

19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 

— a Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 

y.e , 

19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 

19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 

I. cA §. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 


ns, 

1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 

20224—-George C. Abel et al. vs. A. & S. Ry. et al. 


January 9—Washington, D. C.—Examiner Brinkley: 
Valuation No. 304—In re tentative valuation of the property of Yo- 
semite Valley R. R. 


January 10—Elko, Nev.—Public Service Commission of Nev.: 

* Finance No. 6564—Application of Western Pacific R. R. for authority 
to construct an extension of its line at Wells, Elko county, Nev. 

January 11—Los Angeles, Calif.—Examiner Mattingly: 

* 17000—Rate Structure Investigation, Part 3, Cotton. 

* 18390 (and Sub. Nos. 1 to 10, incl.)—Arkansas Cotton Growers’ Co- 
operative Assn. vs. A. & R. R. R. et al. 

* 18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 

* 18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 

* 18932—Corporation Commission of Oklahoma vs. Santa Fe et al. 

* 19180—California Arizona Cotton Assn. vs. A. T. & S. F. Ry. et al. 

* 19211—State Docks Commission vs. Sou. Ry. et al. 


January 11—Indianapolis, Ind.—Examiner Harris: 
* |, & S. 3030—Fertilizer from Jeffersonville and New Albany, Ind., and 
Louisville, Ky., to Evansville, Ind. 
January 11—Argument at Washington, D. C.: 
18642—Arizona Corporation Commission et al. vs. A. T. & S. F. Ry. 


et al. 
20007—The Brotherhood of Sleeping Car Porters vs. Pullman Com- 


pany. 
16412—Rates on Powder and High Explosives in carloads, within 
state of Arizona. 
14687—Apache Power Co. vs. Ariz. Eastern R. R. et al. 
——7 11—Chicago, Ill.—Commissioner Campbell and Examiners Faul 
and Wilbur: 
19610—Switching rates in the Chicago Switching District. 
l. & S. 2900—Switching rates between points in the Chicago and 
Chicago Heights Districts. 
20006—Illinois Slag and Ballast Co. vs. C. W. P. & S. R. R. et al. 
January 12—Waco, Tex.—Examiner Griffin: 
* |, & S. 3034—Transit arrangements at points on the Missouri-Kansas- 
Texas R. R. Co. of Tex. 
January 12—Atlanta, Ga.—Examiner McChord: 
19759—L. E. Holloway & Co. vs. A. B. & A. Ry., B. L. Bugg, re- 
ceiver, et al. 
19929—-W. B. Roddenbery et al. vs. A. C. L. R. R. et al. 
January 12—Washington, D. C.—Examiner Weems: 
* 20253—Canton R. R. Co. vs. A. A. R. R. et al. 
January 12—Argument at Washington, D. C.: 
11446—The Northern West Virginia Coal Operators’ Assn. vs. Penn. 
R. R., director general, as agent, et al. 
19519—Vermont Snath Co. vs. B. & M. R. R. et al. 
18089—The Niles Fibre Brick Co. vs. Pennsylvania R. R. 


January 12—Chicago, Ill.—Examiner Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
ey ya National Live Stock Assn. et al. vs. A. T. & S. F. 
. Ry. e 4 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
on a Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 
e 3 
ee City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
a i eens Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 
y. et al. 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
I. £. S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
ns, 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
20224—-George C. Abel et al. vs. A. & S. Ry. et al. 
January 13—Monticello, Ind.—Examiner Harris: 
* 20104—Farmers Elevator Co. et al. vs. C. I. & L. Ry. 
January 13—Fargo, N. D.—Examiner Fleming: 
* |. & S. 3018—Class and commodity rates between points in N. D., 


—s Graceville, Minn., and points in N. D., Minn., S. D. and 
ont. 


January 13—Utica, N. Y.—Examiner Fuller: 
* |. & S. 3015—Basis for Rates to Unadilla Valley Ry. stations. 
January 13—Atlanta, Ga.—Examiner McChord: 
20087—The Warren Co. vs. A. & W. P. R. R. et al. 
20137—Knight-Luttrell Iron Co. vs. Southern Ry. et al. 


January 13—Argument at Washington, D. C.: 
17006—Upson Co. vs. A. A. R. R. et al. 
18958—Dallas Sash & Door Co. et al. vs. A. T. & S. F. Ry. et al. 
15234—In the Matter of Divisions of Freight Rates in Western and 
Mountain-Pacific territories. 
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THE CHESAPEAKE AND OHIO RAILWAY COMPANY 
THE HOCKING VALLEY RAILWAY COMPANY 


Go our patrons: 


The officers and emplovees of these companies 
join with me in this message, 
to our manp patrons eberpiwhere, 
to express our appreciation of past patronage, 
assurance of our purpose to perform in the future 
transportation serbices worthy of their 
continued good will and our 
sincere best wishes for 


Q Merry Christmas 
and 


Q Happy and Prosperous New Vear 


Vice-President in Charge of Traffic 
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January 14—Atlan Ga.—Examiner 5 

20226—Southern Wood Products Co. vs: M. & B. R. R. et al. 
January 14—Argument at Washi 7 D. gt 

ieita—Perkerebure ae & Reel .C. R. 1. & P. Ry. et al. 

Rig & Reel Co. va M.-K.-T. * R. of Tex. et al. 

ieage— Parkersburg Rig & Reel Co. vs. M.-K.-T. i. 
16523—Parkersburg Rig S Reel Co, vs. T. & P. 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. 
18697—Parkersburg Rig & Reel Co. vs. A. T. & 8. 
— Association of South Atlantic Ports vs. A. & R. R. 


January 16—Brownsville, Tex. ~~ — ow Gate 
* 20106—McDavitt Bros. et al. vs. A. T. & 
January 16—Peoria, Ill.—Examiner Harris: 
*1. & S. B21 —Window Shade and Curtain Fixtures, Cordage and 
Rope between points in Illinois territory and adjacent territories. 
January 16—Fargo, N. D.—Examiner Fleming 
* 20337—-Leonard, Crosset & Riley, Inc., et “L vs. Aransas Harbor 
Term. Ry. et al. 
January So Wwastingten, D. C.—Examiner Weem 
1. & S&S. 33i—Salt from Louisiana producing cane to Philadelphia, 
Pa., routed via Houston, Tex., and Southern §S. 8. Co. 
January eae, N. Y.—Examiner Fuller: 
20141—Chautauqua & Erie Grape Growers’ Co-operative Assn., Inc., 
et al. vs. Erie R. R. et al. 
January 16—Atlanta, Ga.—Examiner McChord: 
19938—International Agricultural Corp. et og ™ I. C. R. R. et al. 
20215—International Agricultural Corp. vs. S. A. L. Ry. et al. 
gemuacy 16—Argument at Washington, D. C.: 
13832—Gulf Coal Co. vs. Virgn. Ry. et al. 
: 14454— Wyoming Coal Co. et al. vs. ee. Ry. et al. 
* 14498—Ragland Coal Co. vs. Virgn. Ry. al. 
* 14831—Winding Gulf Colliery Co. vs. $5 O. Ry. et al. 
January 17—Atlanta, Ga.—Examiner McChord: 
rr. Lay | Sub. Nos. 1 se 4 .J—George C. Speir & Co., Inc., et 


. & W. 
19816 (end "Sub. Nos. 1 to 8, incl.)—W. D. Hall vs, A. C. L. R. R. 


F. Ry. et al. 


19993"G orge C. Speir & Co., Inc., vs. M. & O. R. R. et al. 
19618 (and ub. 1)—Malone and McMillen, | Ne 1 8S. A. L. Ry. 
19757—-George C. Speir & Co., Inc., vs. 8S. A. L. Ry. et al. 


19658—George C. Speir & Co., Inc., ag 3 V. 8. & P. Ry. et al. 
January 17—Argument at Washington C.: 
an tate of Idaho Ex Rel. Public Nieliites Commission of Idaho 
oO. 8S. L. R. R. et al. 
19379—Roberts Construction Co. vs. C. B. & Q. R. a et al. 
19264—Union Sanita: ym vs. A. & 8. Ry. et a 
19574—Gilliland Oil Co. of N. M. vs. A. T. & S. Fr. he et al. 
January 18—Ft. Worth, “Tex. —Examiner Peterson: 
* |, & S. 3012—Petroleum and petroleum products from the Southwest 
to the Southeast. 
jonuery 18—Galveston, Tex.—Examiner yer 
19879—Texas Sugar Refining Co. vs. B. 8S. L. & W. Ry. et al. 
doneeey 18—Galesburg, Ill.—Examiner ASS 
9967—Valley Grain Co., Inc., vs. C. C. C. & St. L. Ry. et al. 
pment 18—Argument at Washington, D. C.: 
17898—Smitherman & McDonald, Inc., vs. Mansfield Hardwood Lum- 
ber Co. et al. & LM By. 


18578—Em pire Renestee, Inc., vs. A. t al. 
=| (and Sub. 1)—Athletic Mining & Smelting Yat et al. vs. A. T. 


F. Ry. et al. 


January 19—Muscatine, Ia.—Examiner Harris: 
* owe — i a he Automatic Gravel Products Co. et al. vs. 
Ry. 


J ary and Bub. 1) at Washington, D. C.: 
of fone we 1)—Little Rock Chamber of Commerce va. A. G. 8. 


1. & s 2956" Nitrate of Soda from New Orleans, La., and Sub-ports 
to Ark. and Okla. 


Pe Aeatatoek County Chamber of Commerce et al. vs. A. & R. 
. R. et a 
January 20—Spokane, Wash.—Examiner Fleming 
* 1. & S. 2999—Routing from be on the Eoskcans, Coeur D’Alene 
and Palouse Ry., eastbound Transcontinental, 
wy | Be Mauston, Tex.—Examiner Griffin: 
-@5&. lean Rice and Rice Flour from points in La. and Tex. 
to South Atlantic ports. 
January 20—Ft. Worth, Tex.—Examiner Peterson: 
* |. & S. 3017—Livestock from Texas to Indiana. 
January 20—Argument at Washington, D. C.: 
9200—Railway Mail Pay. 
January 20—Ft. Worth, Tex.—Examiner Leow § 
16528—Southern Cotton Oil Co. et al. vs. A. & S. Ry. et al. 
January 2i—Keokuk, Ia.—Examiner Harris: 
ad alm - Bureau of Keokuk Chamber of Commerce et al. vs. 
A. & V. Ry. et al. 
January 21—Augusta, Ga.—Examiner oer: 
20010—City ofA Augusta vs. A. C. L. R. R. et al. 
January 23—Portland, Ore.—Examiner Fleming 
re & o 3024—Doors from Pacific Coast Territory to C. F. A. Terri- 
January 23—Harrisburg, Pa.—Examiner Fuller, jointly with the Public 
Service Commission of Penna. 
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* 18718—American Window Glass Co. vs. B. & O. R. 
* 19978—Standard Plate Glass Co. vs. B. & O. R. R. 


January 23—Dallas, Tex.—Examiner Peterson: 
* 17752—Dallas Paper = vs. A. & L. M. Ry. et al. 
* =. (and Sub. Nos. 1 to 5, incl.)—Cameron Auto Co. vs. T. & P. 
January 23—St. Louis, Mo.—Examiner a 
* 19408—The United States Can Co. vs. A. G. S. R. R. et al. 
* 19637—Alton Brick Co, et al. vs. A. & E. R. R. et.al. 
me 4 23—Columbus, O.—Examiner Harraman: 
ancellation of commodity rates on sewer pipe in Cen- 
tral Freight Association Territory. 
January 23—Kansas City, Mo.—Examiners Stiles & Parker 
17000—Rate Strecture’ "Investigation, Part Nine, Livestocs—West- 
ern District Rates. 
eo National Live Stock Assn. et al. vs. A. T. & 8S. F. 
18565—Live Stock Traffic Assn. vs. A. & 8. Ry. et al. 
ber yr Npmenanaaes Natl. Live Stock Assn. et al. vs. A. T. & 8S. F. Ry. 


i a oe City Live Stock Exchange et al. vs. A. T. & 8S. F. 


t 
16131— Heal & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
= oo Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 


Ry. 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et = 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
2 S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
a. 
1. . 2965—Cancellation of Rate and Restriction of Combination 
Hale on Stock Cattle. 


20224—-George C. Abel et al. vs. A. & S. Ry. et al. 


January 23—Valdosta, Ga.—Examiner McChord: 
19543—Home Builders’ Supply Co. vs. A. C. 


January 23—Argument at Washington, D. C.: 
18730—Board of Railroad Commissioners of the state of S. D. vs. 
A. T. & S. F. Ry. et a 
18787—Board of Railroad Commissioners of the state of Ia. vs. A. T. 
& S. F. Ry. et al. 
18965—Albert Lea Packing Co. vs. C. M. & St. P. Ry. et al. 
19463—Acme Hay & Mill Feed Co. et al. vs. A. t. & 8S. F. Ry. et al. 
ay 23—New Orleans, La.—Examiner Griffin 
“a8. 3033—Lumber for points in Ark. and Okla. on the K. C. S. Ry. 
a3 connecting lines to St. Louis, Mo., owe points. 


January 24—Portland, Ore.—Examiner Fleming 
* 19873—Willamette Iron and Steel Works vs. s. P. & S. Ry. et al. 


January 24—Dallas, Tex.—Examiner Peterson 
eg on Sub. 1)—Desel-Boettcher Co. “a al. vs. G. H. & S. A. 


al. 
* 19984 -‘Gugenheim- Goldsmith Co. et al. vs. C. R. I. & G. Ry. et al. 
January 24—New Orleans, La.—Examiner Griffin: 
* 20154—Inland Waterways Corp., operating Miss.-Warrior Service 
vs. Nor. Pac. Ry. et al. 
January 24—Argument at Washington, 2 €.: 
18260—Old Dominion Glass Corp. vs. B. & O. R. R. et al. 
18566 (and Sub. 1)—T. C. Wheaton Co. et rs. vs. B. & O. R. R. et al. 
ee ae Hardware & Manufacturing Co. et al. vs. A. & E. 


R. 
19813 Hellsboro Mfg. Co. vs. Sou. Ry. et al. 


January 25—New Orleans, La.—Examiner Griffin: 

See nee Creosoting Co., Inc., et al. vs. A. C. & Y. Ry. et al. 
January 25—Dallas, Tex. —Examiner Peterson: 
* — "cand Sub. Syne -Rumeley Thresher Co., Inc,, et al. vs. 


Ry. 
+ 19914 _ Sub. tue and Philp Hardware Co. et al. vs. A. & 
V. Ry. et al. 
January 25—Columbus, O.—Examiner Harraman: 
* 20124—The Columbus Packing Co. vs. N. & W. Ry. 
January 25—Portland, Ore.—Examiner Fleming: 
* 20189—Fir Door Manufacturers’ Assn. et al. vs. A. & S. Ry. et al. 
January 25—Tallahassee, Fla.—Examiner McChord: 
20185—Floridin Co. vs. S. A. L. Ry. et al. 
20196 Sub. Nos. 1 and 2)—City of Quincy vs. A. C. L. R. R. 
et a 
January 25—Argument at Washington, Ge 
ba gh om Sub. 1 and 2)—Culbertson Ges Co. vs. C. G. W. R. 
. et al. 
19362—Northwestern Lumbermen’s Assn. vs. M. ~_" P. & 8. 8S. M. Ry. 
19466—McGreer Brothers et al. vs. C. B. & 
19997—-Alberta Coal Sales Co. et al. vs. Can. Not ‘Rys. et al. 
January 26—Kansas City, Mo.—Examiner Harris: 
* 20070—Consumers Material Corp. vs. A. T. & S. F. Ry. et al. 
January 26—Dallas, Tex.—Examiner AP cto 
* 20285—Cranfill Bros. Drilling Co. et al. vs. A. 7 & 8. 
* 19953—The A. B. Frank & Co. et al. vs. A. & R. R. R. 
January 26—New Orleans, La.—Examiner ay 
* 20080—Southern Cotton Oil Co. et al. vs. . ©. Ry. 


January 26—Argument at Washington, D. Pa 
18580—National Paper Products Co. vs. N. ¥.c. R. R. et al. 
18874—Bellevue Sand & Gravel Co. vs. C. B. & Q. R. R. et al. 
19449—The American Zinc Products Co. vs. B. & O. R. R. et al. 
January 27—Kansas City, Mo.—Examiner me nag 
17432—Marion M. Carnes, Olathe, Kans., vs. 


R. et al. 
et al. 


L. R. R. et al. 


F. Ry. et al. 
et al. 


. T. & 8. F. Ry. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


LEWIS H. RUBIN 


Traffic Service 
THOMAS E. GRADY & CO., INC. 
cine | Traffic Managers 


MIAMI, FLA. 
ATLANTA, GA. 


SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 





RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express— Parcel Post 
Rates and Routing 


G. BR. LEONARD & CO. 
165 East 26th St., New York. 155 No. Clark St., Chicago 
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“The Service That Is Different!” 





The New Year dawns bright! 
Like Charles Schwab we believe 
the man who gambles on the 
future of America always will 
win, so let’s go! 


Trans-Continental Freight has 
reached its thirtieth milestone 
rich in experience. This enables 
us to meet changing conditions 
instantly, providing economical 
shipping, promptness of delivery, 
expertness in handling and free- 
dom from damage. But there is 
more—Trans-Continental’s extra 
service often has made a differ- 
ence of thousands of dollars a 
year to shippers. It is that per- 
sonal attention to your indi- 
vidual need that makes Trans- 
Continental Freight forwarding 
better and different always. 


Ask Our Nearest Branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Los Angeles, Cal. Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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The Belt Railway Company of Chicago 
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[Best of Service 







[Elvery Facility 
[LJocations—Large and Small 
[T]ime Saver 
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[Jabor—All Kinds Available 
[We Want You With Us 
' [A}live to Your Requirements 
' [¥ Jesterday, Teday, Tomerrew— 
Always the Best 


(C]o-operative Policy 
[O]mly Forty-six Years’ Experience 
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CLEARING 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an —— factor in your determination of 





ee mpu aap areoEEREFESELEESTESPEREEr ces ere re 


a locatio 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
all trunk lines 


of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 








J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
Telephone Harrison 3690 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 






JO 



























To FROM c dine § : 
dos eens , Corresponding Service 
Bulielo — ae Bloomfield given to shipments loaded 
— Fourth 2 \ Cliften to the platforms of connect- 
yor ; Delawanna ing roads destined to points 
—— as beyond those named herein. 

Couns Blulle Sixth =’ sini he 
Decatur Fourth“ Similar service is effec- 
1¢ Best —_ wt ° tive via Lackawanna from 
' —" Samed v = lladelphis ses other 
Exe . eading Railroad points, 

Wi Fourth A 

ence — ma also from points on the 


Central Railroad of New 
Jersey, via Scranton, Pa., 





Kansas ° 
AN oe a © Transfer ; also from Boston 
fe) Louisville igong Island City via Boston & Maine-Dela- 
= —— — ware & Hudson and Bing- 
Ae inneapoli , : a hamton, and via New York, 
2) ; j 7 . Seomingl New Haven & Hartford and 
mos Mien allabout Port Morris, N. J. 
ae : Daily passing reports in 
hone “ the possession of all Lacka- 
a Second“ wanna Agents enable imme- 
an rosa z diate and complete infor- 
ot BSth St. mation to customers. 
Seattle Thirteenth“ : 
*Scranton Secomd P ° . 
South Bend = Fourth Not Necessary to Designate Any Special Station, 
Spokane Eleventh 
— yin Pier or Train. 
Toronto Third ” 
Utica Second Simply Route “LACKAWANNA” 
° First Morning from New York Pisis end Hoboken Cily. 
The foregoing diagram has proved of ines- facilitation of tracing; prompt turnover of 
timable value to the Trade, showing as it does investment. 
what the Lackawanna ~<a ™ - ee If any other locality is interested in move- 
} “way of assembling shipmen a ened & ment of 10,000 Ibs., or more, of merchandise 
j cars for the destinations named. per day from New York, Metropolitan District, 
Advantages: Quick service, advance informa- the Lackawanna will consider inauguration of 
: tion to agents concerning location of shipments, through merchandise car therefor. 
= 
ry LACKAWANNA AGENCIES ay Bank Building 
“ <i PE tOTT nal Bank Blis. TATE a crest 7 — 
> Bite Court, Btreet v AG? Northampton Street N9 Church Street “Tocgommmn Seete 
\ ye INNO Guaranty Building M302 Broadway “i312 L. C. Smith Bldg. 
ATT West Jackson Blvd. Kallway Exchange Bldg. PHg02 Finance Building "leanne Gite 
om National Bank Bldg. meals odode Building Pes Pak Building TO Net and National Bank Bldg. 


EVELAND OLIS 8ST. LOUIS TORONTO 
as Park Building Metropolitan Life Bldg. 112 Nerth 4th Street 1602 Royal Bank Bldg. 










Here is how to get’ 


full attendance at” 


~~ —re—neererrsn 


conferences . 


The men who attend conventions are pretty 
much alike the world over. 


Usually they attend if it be held at a place 
not too far from home, if the speakers be 
not too ‘‘long-winded’’ and if they can 
look forward to a clean, comfortable room 
and a good time. 


It is just these essential things that the 
White Sulphur Springs offer _Its location 
has four big advantages . . . it is on the 
main line of the C&O, and so easily access- 


ible . . . it is central, just an over- 
night ride from Chicago in the west, or 
New York in the east . .. it is ona 


mountain side 2000 feet high where the 
air is clean, fresh and invigorating ‘ 
it is away from the hustle and bustle of 
mad city life with its noise and interrupt- 
ing outside interests. 


The hotel at White Sulphur Springs, offers 
the last word .in luxurious comfort, an 
understanding attention to your every wish 
and meals that will sauce your appetite. 


And, very important, there are three superb 
golf courses, that will, between conven- 
tion sessions, challenge the best that’s in 
you. Sportive, rolling fairways and the 
most velvet-like greens you ever saw will 
make you forget your office worries and 


each day clear your mind for the con-~~ 


vention session of tomorrow. a 


— 
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_==The passenger agents of the 

d= ‘Road of Service’ will welcome 

, “%) the opportunity of serving you. 

Hf T. H. Gurney, Gen, Pass. Age. 

Richmond, Virginia 

Geo. Coomss, A G. P, A. 

Cincinnati, O. 

( J. B. Epmunnps, Gen. Agt. 
af —s. Washington, D. C. 

F. E. Lanpmeser, W. P. A. 

320 N. Broadway, St. Louis, Mo. 


O. N. Spain, G. E. P. A. 
299 Broadway, New York City, 


CHESAPEAKE @ OHIO 
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/GX THE REDWOOD LINE 


Gulf-Pacific Coast Cargo Service 


CHICAGO BIRMINGHAM 
R. F. Thompson : H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 
Phone Central 4645 Phone 4-43862 


ONG OITA VUNG 
PEN VS wwe 


ST. LOUIS AGENCY CHANGED 
FORTNIGHTLY SAILINGS 
CAREFUL STOWAGE 

A DEPENDABLE COMPANY 


ST. LOUIS MOBILE 
Fred C. Royce Munson §.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 
| Phone GArfield 2287 Phone 4097 
GULFPORT 
The Redwood Line 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 






E. L. THROGMORTON P. A. JORDAN 
Acting Manager General Offices: Asst. Traffic Manager 


1421 New Orleans Bank Bidg., 
NEW ORLEANS, LOUISIANA 


Phones Main 0824-0825 


ral Finkbine-Guild Transportation Co. 
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Dispatch Freight handled on Passenger — 
Trains gives an hourly service to 
practically all points served 

by the Electric Railways. 


MEET COMPETITION 


Modern merchandising methods demand faster 
freight transportation. 


The Electric Railways provide this service. 
Lighter trains, quickly handled, eliminate de- 
lays. 


The freight traffic via the Electric Lines has 
shown a steady growth and through connec- 
tions with many steam railroads have still 
further increased their utility to the “shipping 
public. 


You can secure the benefits of this quick de- 
pendable service by routing your shipments 
via the Electric Railways. 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


L. E. EARLYWINE, Chairman 


308 Traction Terminal Bldg. INDIANAPOLIS, IND. 
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Great Northern 


“A Dependable Railway” 


--A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 
















St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 
is made possible by competent crews 
operating First-Class Equipment, Perfect 
.Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 


Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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1920 


Time, the eternal bookkeeper, is closing another 
ledger, totaling the last columns of the past 
year—a glorious year of amicable relations with 
all peoples in the business of transportation. 
A new year is in the dawn. Our sincere wish 
to everyone, everywhere, is 


A Prosperous 


fiappy New Year! 


Southern Pacific Lines 
Officers and Staff 
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